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G. V. ELECTRIC TRUCKS 











DELIVER THE GOODS 
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Here are two 3%%-ton G. V. Electric Trucks operated by the Central Stamping 
Company of Newark, N. J. The first truck was delivered December 4th, 1912, and the sec- 
ond December 19th, 1913. The trucks are kept very busy on short-haul work and displace 
many teams. 

There are over 4,000 G. V. Electrics serving 128 lines of business. “Teaming With 
Electricity” is becoming more and more the vogue with progressive firms. The speed of 
these trucks is 8 miles per hour and the mileage per charge is 40. 
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LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
wae commissions and transportation 

mpanies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
gary, and the modification of present 
laws where considered har 1 to the 
free interchange of commerce; with the 
view to advance fair dealing and t> 
promote, conserve and protect the corn- 
mercial and transportation interests. 


Headquarters, Tacoma Bidg., 5 North 
La Salle St., Chicago. 
Officers. 
HB. G. Wiilson.......ccsccccecees President 
Traffic Com- 


Commissioner, Toledo 

merce Club, Toledo, Ohio. 

a. Kea «sees Vice-President 
Gommlasioner, | Freight and Traffic Di- 
vision, Chamber of Commerce, Indian- 


lis, Ind. 
Qucar F. Bell.. ......Secretary-Treasurer 


TT. M. am or 836 South Michigan 


Ave. 
Davia Pp. Cen inblom 5 aes oid hie a Asst. Secretary 
5 North La Salle St., Chicago. 
National aig am Vehicle Associa- 
on. oe Freight Trf. ar. 
American Trust “Bldg. ., Chicago, Il. 
National League of Commission Merchants 
of the United States. John C. Scales, 
— Ill.; R. S. French, Busi- 
ness 90 West Broadway, New 
York. 
Northern Pine Manufacturers’ Assocla- 
tion. H. S. Childs, Secy., Minneapolis. 


Manufacturers’ Association, in charge of 
traffic of industries located at Sterling 
W. P Ben Rock Falls. 

ns cbbes 04 ce cs cues Preside 

Keihenne'ehbhs cae Wide President 


W. J. Burleigh...... Secretary-Treasurer 
We Be EAE 000k Sicewkes c Manager 
Sterling, Illinois. 

The Memphis Freight Bureau. L. R. 
Donelson, Pres.; . G. Thomas, Vice- 
Pres; James S. Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau of Associated Industries, 
Central Manufacturing District. Knee- 
land Ball, Pres.; L. Nicholson, Vice- 
Pres.; W. BE. Cuilen, Secy. and Traffic 
Director, Chicago, -_ 


TRAFFIC CLUBS 


The Traffic Club of New York. W. C. 
Hope, Pres.; C. A. Swope, Secy. 

Brooklyn Traffic Club. Joseph Mé£ills, 

es.; Frank Rochambeau, Secy. 

Traffic Club of Kansas City. Frank M. 
Cole, Pres.; Alfred A. Wild, Secy. 

Topeka Traffic Association. J. F. Haskell, 
Pres.; Samuel E. Lux, Secy.-Treas. 

The Spokane Transportation Club. Chas. 


z G. Shinkle, Pres.; J. W. MacIntosh, 
Secy. 

The Traffic Club of Chicago. J. Charles 

Maddison, Pres.; W. H. harton, Secy. 


The Transporation Association of Chi- 
cago. E. MacNiven, Pres.; W. G. 
Johnson, Secy. 

The Traffic Club a Philadelphia. C. W. 
Bowden, Pres.; Don C. Hunter, Secy. 
The Traffic Club of St. Louis. R. K. 
Pretty, Pres.; W. S. Crilly, Secy.-Treas. 
The Traffic Club of Pittsburgh. Edward 

F. Lalk, Pres.; D. L. Wells, Secy. 
ae Transportation Club of Indianapolis. 
o Maxwell, Pres.; L. EB. Stone, 


The > Frattic Club of New England, Boston. 
Sam W. Manning, Pres.;: C. A. Ander- 
son, Secy. 

The Transportation Club of Loulsville. 
— enry S. Gray, Pres.; S. J. McBride, 


The ne Transportation ue of Toledo. EF. 
D. Ryan. Pres.: Harrv S. Fox, Secy. 
rhe Traffic Club of Baltimore. J. Frank 

Ryley, Pres.; C. C. Kailer, Secy. 


Transportation Club of Buffalo. John J. 
Mossman, Pres.; Henry Adema, Secy. 
The Traffic Club of Newark. F. BE. Stone 

Pres.; J. J. Kautzmann, Secy. 
The Transportation Club of Seattie. W. 
= Lockwood, Pres.; F. C. Nessly, Secy.- 
reas. 


The Transportation Club of Detroit, Mich. 
Seon E. Clarke, Pres.; W. R. Hurley, 
ecy. 


Transportation Club of San Francisce. 
oe Finigan, Pres.; Theo. H. Jacobs, 
ecy 

™ Railroad Club of Kansas, City, Me. 
A. A. Poland, Pres.; Claude Manlove, 
Secy. 

The Traffic and Transportation Club of 
Birmingham. A. W. Carey, Pres.; H. 


H. Knight, Secy. 

The Traffic Club of Minneapolis. F. B. 
Rowley, Pres.; E. O. Fellows, Secy. 

Sait Lake City Transportation Club. 
Julian Bamberger, Pres.: R. B. Row- 
land, Secy. 

Traffic Club of Milwaukee. George A 
Schoeder, Pres.; Carl Backus, Secy. 

Transportation Ciub of Lima; O. Lloyd P. 
ne Pres.; D. Rupert, Secy.- 


Trea 
arena. ‘Rapids Traffic Club, Grand Rapids, 
Mich. B. C. Leavenworth, Pres.; L. M. 
MacPherson, Secy. and Treas. 
Transportation Club of Peoria. Dana 
Mowat, Pres.; A. S. oe = 
Traffic Club of Cleveland. D. H 
Pres.: M. F. Doyle, Secy. 

Traffic ‘club of — Pa. ‘eawin H. Bro- 
villier, Pres.; M. Hismann, Secy. 
Los Angeles Traffic Aaneototen Los An- 
Geles, Cal. FE. S. Blair, Pres. ; Cc. B. 

Cline, Secy-Treas. 

Traffic Club of Jacksonville, Fla. A. W. 
Fritot, Pres.; Chas. A. Bland, Secy. 

The Traffic Club of Fort Worth. J. M. 
Andrews, Pres.: R. R. Wilson, Secy. 

The Traffic Club of the Greater Dayton 
Association. J. Crume, ChairmanR; 
R. H. Hagerman, Recording Secy. 

The Portland Transportation Club. W. A. 
Robbins, Pres.; W. O. Roberts, Secy. 
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Every enterprise and every article is judged by Results. 

We are interested in helping you secure satisfactory results (as we have helped many 
others) in packing your goods—not only for economy.and convenience in your factory, but 
for getting your goods to customers in perfect condition. 

The above is a photograph showing Hummel & Downing cases giving satisfactory 
results, although they are undergoing a more severe test than the average fibre case will 
receive. This cut shows the cases loaded with 60 lbs. of soap piled fourteen high, on the 
floor of a large manufacturing concern. 

Buy the best when you are in the market so you will be assured satisfactory results. 


Hummel & Downing Co. Milwaukee 
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Located in the heart of the business district, 
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oe, - vomnerese has one million square feet of fire- 
for all for ail proof storage space. 

Purposes Industries 
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Short hauls for teams of city customers 
and unexcelled shipping facilities. 


Shipments made from storage over all 
Trunk Lines through Chicago Tunnel and 
B. & O. C. T. Ry., the CARTAGE 
CHARGES thus being ELIMINATED. 


Descriptive Booklet on Request. 
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Typical illustrations of Mathews Gravity Conveying devices as 
installed for actual use in handling various classes of commodi- 
ties. The Mathews line is universally recognized as standard— 
the oldest and best known. Used and recommended by all lead- 
ing American and foreign manufacturers, wholesalers, shippers 
and warehousemen. Write for catalog. 


MATHEWS GRAVITY CARRIER COMPANY 


BRANCH ractorigs { Ferento, gat. ELLWOOD CITY, PA. 
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Soo Terminal Warehouse Co. 


519 West 12th Street 
CHICAGO 


Phone Canal 5740 
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Practices before the 
Interstate Commerce Commission 
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John B. Daish 


Interstate Commerce Cases Only 
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id You Leave a 
Trunk in Germany? 


Wane Titty ibe cect 


Went eh Uta Uheeaptten Ceeedetin 





Personal Service 


The recovery of thousands of pieces of baggage’ from 
Germany—where they had been abandoned by American tourists 
caught in the mobilization maelstrom—is a good example of the 
Personal Service of the Express. 


To-day thousands of window posters are appearing 
in Wells Fargo offices asking, “Did You Leave a Trunk in Germany?” 
The restoration of these trunks to their proper owners is now 


being effected. 


But Personal Service from Wells Fargo is nothing new. 
The Wells Fargo Pony Rider gave it. The Wells Fargo Stage 
Coach Guards gave Personal Service. In fact, for over sixty years 
the cry of Wells Fargo men has been ‘‘Personal Service. ’’ 


To-day, Wells Fargo stands ready to render you an: 


individual, personal service. 


SHALL WE SPEED YOUR GOODS? 


WELLS FARGO & CO EXPRESS 


Carriers to All Parts of the World 
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THE LA FOLLETTE RESOLUTION. 





The resolution introduced in the United States 
Senate by Mr. La Follette of Wisconsin, to pro- 
hibit the carriers from putting into effect the in- 
creased freight rates recently granted by the In- 
terstate Commerce Commission in the five per 
cent case, would be serious if it had any chance 
of passing. As it is, the most serious consequence 
probably will be speeches by Senator La Follette 
and some of his sympathetic colleagues. Indeed, 
it is believed by many that La Follette’s purpose 
in offering the resolution was to give him an op- 
portunity to discuss in open session the nomina- 
tion by President Wilson of Commissioner Hall 
to succeed himself. The Senator is opposing this 
nomination, because, he says, Commissioner Hall 
reversed himself in the five per cent case, voting 
against the proposed increase last summer and 
voting for it when the case was reopened. If so 
be that this is the Senator’s only purpose the 
outcome is not much to be feared by anybody 
and the country can stand a few more speeches 
from this prolific source. The only important re- 
sult to be expected is a prolonged delay in the 
matter of confirming the Hall appointment. But 
the Commission. has managed in the past to 
transact business while short in membership be- 
cause of the Senate’s peculiar ways of doing busi- 
ness, and it can do so again. 

We hold no commission to speak for Mr. Hall 
nor brief for the Commission in its advanced rate 
decision. Both are open to criticism as much as 


one likes on legitimate grounds, but not on the 
theory that the Commission changed its mind or 
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that undue pressure was brought to bear on it 
or any of its members. As we have pointed out 
before, the Commission, though, as far as that is 
concerned, it had a perfect right to do so, did 
not change its mind. It gave a new decision on 
a new set of facts, or rather on a partly new 
set of facts and later and more complete details 
in regard to the old facts. It can no more be 
said to have changed its mind than can a judge 
who “reverses” a former decision on new evi- 
dence presented before him. The truth or the 
value of this evidence may be questioned, per- 
haps, but unless it be palpably manufactured and 
untruthful the court cannot be criticized for 
“changing its mind.” 

The speech by La Follette, it is expected, so 
far as it relates to the merits of the decision, 
will be along the line of Commissioner Harlan’s © 
dissenting opinion, which the resolution somewhat 
paraphrases. He adopts the view expressed by 
Commissioner Harlan that there was no investi- 
gation such as the law contemplates as to the 
reasonableness of the 75-cent New York-Chicago 
scale, or as to the presentation of facts tending 
to show that the 78.8-cent scale would be reason- 
able and that the investigation merely went to 
the point as to whether the carriers need more 
money to keep on operating as they have been, 
which; according to the Clifford Thorne view, is not 
at all what the Commission should have done. 

As to the passage of the resolution, it has 
hardly a chance of getting through. Congress 
has power to prescribe rates, to be sure, but it 
cannot do so with any less formality than in en- 
acting a tariff law or providing for a merchant 
marine. The chance of the resolution getting 
through both houses before the close of the pres- 
ent session, March 4, is so small that there is 
little need of speculation as to what President 
Wilson might do should it reach him. He indi- 
cated even before the first decision in the five per 
cent case that he favored an increase and it is 
known that -he was pleased with the later de- 
cision. That he has had ho. occasion to change 
his mind is evident, as is also the probability that 
Senator La Follette, even with the aid of Senator 
Cummins and others of that school, will not be 
able to convince him. So talk is all that, can 
come of Senator La Follette’s action. 


INCREASING THE BUSINESS. 





A ‘circular that has come to our attention, is- 
sued to employes of the Illinois Céntral and Yazoo 
& Mississippi railroad companies by General Man- 
ager T. J. Foley, presents attractively and force- 
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fully the idea that if all employes could be imbued 
with the desire personally to increase the business 
handled the receipts of the companies would be 
helped immensely. There is nothing particularly 
new in this idea, but Mr. Foley proceeds to show 
by concrete examples how, by active personal 
solicitation, the desired end may be accomplished. 
And this personal solicitation, he insists, should 
not be confined to the traffic department, either 
passenger or freight. 

He cites a case of a car of coal unbilled at a 
coal mine station. The conductor noticed it, con- 
ferred with the agent, and was told that there 
was no demand for coal and the sale could not 
be consummated. The conductor then went to 
the superintendent of the mine, who said that, as 
there was no demand for coal, it was impossible 


‘ to say definitely when it would be billed. The 


conductor ascertained the value of the contents of 
the car and personally arranged for the sale of 
the coal to a dealer at a point other than the 
mine station, thereby obtaining for his company 
the revenue for the transportation, releasing the 
car, and putting a stop to the unnecessary labor 
and expense of constantly switching the car. 

Another example is given of a conductor who 
made it a practice to scrutinize all waybills, and 
when he discovered that a car was short-routed, 
write to the superintendent, making suggestions 
as to future routings of similar shipments. An- 
other example, this time of soliciting, is that of 
a brakeman on a passenger train who obtained a 
shipment for his line. 

Mr. Foley does not point the selfish moral, -but 
it is there nevertheless. The men who have the 
interest of their road at heart, and who do effect- 
ive work to promote that interest, are the men 
who in the future will occupy the positions of 
trust and large salaries. There is no business 


that proves this fact better than does the railroad 
business. 


PASSES IN KANSAS. 





We are pleased to note that Mr. Gilman, a Re- 
publican member of the Kansas legislature, says 
he will introduce a bill to abolish the use of rail- 
road passes by members and employes of the 
State public utilities commission, and that Mr. 
Ross, a Democratic member of the House and a 
candidate for floor leader of the minority, says 
he will support such a bill. More power to them 
and more friends for the bill. It is almost beyond 


belief that the Kansas statutes provide that the 
commissioners, their attorney, secretary and em- 
ployes may- pass free on railroad trains while in the 
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performance of their duties, and still farther be- 
yond belief that several other states have similar 
laws. We trust that Kansas means business and 
will take the lead in repealing these laws that 
ought never to have been placed on the books of 
a self-respecting sovereignty. 

The movement for repeal in Kansas has been 
brought about by campaign charges of abuse of 
the privilege, it having been said that the passes 
were being used on political and other trips not 
properly classified under official business of the 
commission. We do not know whether these 
charges were true, but it would be strange if they 
were not. A law of that sort could hardly be 
free from abuse, so easy would it be to find a 
way around it. It would be extremely easy for a 
commissioner or an employe of the commission, 
having gone to his home town for the week end, 
for instance, to use a railroad pass to take him 
back to the capital on Monday, pleading that his 
duties required his presence there at that time. 

As we have had occasion ‘to say before, the 
mere fact that the law has been, or may be, 
abused, is not the best argument for repeal. The 
law is vicious in itself. It recognizes a wrong 
principle and contributes to corrupt practice. We 
might point out in passing, however, that the law 
never has done more than permit by the use of 
the word “may” the use of passes by the commis- 
sioners and their employes, and that there was 
nothing to hinder them from paying fare if they 
could get an appropriation from the legislature or 
an allowance from some other source. Probably, 
however, if the legislature had seen the propriety 
of such an appropriation it would also have seen 
the necessity for repealing the law, which we 
trust is what it now sees. If the railroads are to 
be regulated let us not saddle them with a lot 
of obligations that smell of graft, just because we 
have the power to do so. A legalized graft has 
no better odor and is no easier for the railroads 
than any other kind. 


ALL-DAY SUCKERS. 





Word comes from Iowa that the state railroad 
commission has reached agreement on several im- 
portant matters, among them the proper classifica- 
tion of “all-day suckers,” that confection which is 
the delight of all children. It will be carried as 
candy. How it was carried before the dispatches 
do not say. Perhaps as lumber, since it comes on 
a stick, or possibly as explosives, since the stick 
often contains fireworks. But the children will 
not care how it is carried so it is carried—and in 
large quantities. 
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CURRENT TOPICS IN WASHINGTON 


Hearings in Five Per Cent Case. 

—It is technically true, as alleged by 

Senator La Follette, that the Com- 

mission did not hear testimony that 

the rate of 75 cents from New York 

to Chicago is sub-normal. But it did 

listen to a lot of testimony tending 

to show that that scale, at a time 

like this, does not yield money enough 

to enable the carriers to keep up 

their properties and pay dividends. 

While the carriers did not say they needed more money 
to enable them to pay dividends, their assertion that 
they need the money to sustain their credit amounts 
to the same thing. An enterprise that pays no dividends, 
or only small ones, cannot borrow much money. The 
La Follette assertion on that point does not greatly im- 
press those who have had much to do with the case. 
However, there is one point which La Follette did not 
make that has been much discussed in and about the 
Commission. That is the supplemental order permitting 
the carriers to maintain groups and relations, even if 
the resulting rates run more than five per cent above 
those in effect on July 28. It is pointed out that no 
shipper had any opportunity to be heard on the specific 
point that his rate was to be increased over the amount 
suggested by the decision announced on December 18. 
In the same way, it may be said the carriers had no 
notice, prior to the issuance of the order, that rates to 
all Mississippi River crossings would be put down to 
the St. Louis level because the general level of rates 
in Official Classification territory had been raised. The 
theory that those acts were done as parts of cases pend- 


ing before the Commission is an elastic one and suggests 


the possibility of many things being made possible by 
the simple process of joining separate cases in the same 
docket number. 


Tap and Industrial Lines—When the Commission re- 
sumes consideration of the matter of allowances to the 
Kanawha, Glen Jean & Eastern all phases of the tap- 
line and industrial railrod controversies will be brought 
forward again. When the history of the commodities 
clause, which it is now proposed to apply to: the tap- 
industrial line situation, is critically observed two facts 
stand out. The commodities clause was written into the 
law with a view, so those who advocated it say, of break- 
ing the hold of the trunk lines on the anthracite mining 
industry. That part of the law under which connections 
with switch tracks and lateral branch lines are ordered 
was enacted to keep the trunk lines from choking indus- 
tries not approved by the men in control of the trunk 
lines. Tap lines were built, first, to obtain trunk-line 
connection, and, second, to obtain the competition of two 
or more trunk lines for business originating on the tap 
or industrial line. The first industrial line allowance, 
so far as now known, resulted in enlarging the field 
of competition between the Pennsylvania and the New 
York Central for business in the Pittsburgh field. Com- 
petition between trunk lines has always been deemed 
good until it was suggested that by building a railroad 
one shipper gained an advantage over his rivals. Then 
came the assumption that such an advantage is one 
forbidden by the law, although it was not based on the 
fact that any trunk line was refusing to treat all shippers 
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owning railroads in the same way. The only discrimina- 
tion was that which resulted from the fact that one 
shipper had dollars enough to build a common carrier 
railroad and other shippers had not the required number 
of dollars. 

Tap-Line Injunction——Judge Rufus Foster, of the fed: 
eral district of eastern Louisiana, played a double role 
in the application of the New Orleans, Texas & Mexico 
for an injunction forbidding the Commission to put into 
effect its tap-line order respecting divisions on the Louisi- 
ana & Pacific. As the judge who appointed the receivers 
of that road he authorized or directed the bringing of 
the application. As a member of the special tribunal 
created by the statute abolishing the Commerce. Court, he 
heard arguments on the application which he had au- 
thorized. Then he voted with his colleagues to overrule 
the motion for a restraining order. Unfortunately the 
special tribunal filed no opinion in that case, so it goes 


‘to the Supreme Court without anybody being the wiser 


as to which of the reasons placed before it by Dr. Need- 
ham causea its members to reach the conclusion that 
that member of the Frisco system is not entitled to relief 
from an order which, if enforced, it has been said, will 
cause the Frisco system to lose $146,000 a year, because 
the tap lines crossing it refuse to short-haul themselves 
by delivering lumber to it on divisions less than they 
can get by carrying the tonnage a few miles farther. 


~ 


New England Rate Revision.—Assuming that a com- 
plaint filed a few days ago in which it was asserted that 
brick rates from Mechanicsville, N. Y., to Boston had 
been increased more than 100 per cent is what it seems 
to be, the “scientific” revision of rates in New England 
has at least one imperfection. The complainants assert 
that they have been compelled to shut down their plants 
because the increase in rates deprives them of profits. 
Inasmuch as the new rate is only about 92 cents per 
ton, the answer may be that there never was a warrant 
for a rate of one-half that amount. But if that is the 
answer, it is a little severe on the men, who, seeing the 
rate, invested money on the assumption that it might 
reasonably be expected to remain somewhere in the 
vicinity. If it was not a voluntarily established rate, the 
tariff should have contained a notation so as to warn 
prospective investors that that rate might be deemed a 
poor foundation on which to found a business. While 
it is not set forth in the complaint that this violent 
increase is the result of the conferences between ‘the 
railroads, the state commissions and representatives of 
the Interstate Commerce Commission, it is assumed that 
it is, because nearly all changes in rates in New England 
recently made are the result of the conferences following 
the determination that such a revision was necessary to 
prevent a smash following the revelations in the New 
Haven management. 


Express Company Figures.—Contemplation of the Sep- 


’ tember summary of express operations brings the thought 


that perhaps it is time for the managers of that class 
of common carriers to come forward with a suggestion 
that they are entitled to a five per cent increase in rates. 
The eastern roads have received theirs, the western are 
applying, and the war is hitting the southern roads and 
the express companies with as-disastrous results as those 
that have fallen on the roads in Official Classification 
territory. A, EB. H. 
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Decisions of Interstate Commerce Commission 


MISSISSIPPI RIVER CROSSINGS 


|. AND S. NO. 431 (32 I. C. C., 471-478) 
CLASS AND COMMODITY RATES TO AND FROM 
QUINCY, ILL., AND GROUPS. 


Submitted Oct. 17, 1914. Decided Dec. 15, 1914, 


Proposed increased class and commodity rates between Quincey, 
Ill., Hannibal and Louisiana, Mo., and points taking the 
same rates, on the one hand, and points in trunk line and 
Central Freight Association territories, on the other hand, 
found not to have been justified. 


William W. Collin, Jr., N. S. Brown and R. B. Scott 
for respondents. 

Francis B. James, E. E. Williamson, L. B. Boswell, 
Rudolph Tenk, Harry A. Schneideker, E. L. Dildine, L. J. 
Dauback, William M. Myers and John E. Jones, Jr., for 
protestants. 

Clifford Thorne for interveners. 


Report of the Commission. 
CLEMENTS, Commissioner: 

By tariffs filed to become effective at different dates 
from April 15, 1914, to June 1, 1914, inciusive, carriers 
participating in traffic between Quincy, Ill., Hannibal and 
Louisiana, Mo., and points taking the same rates, on the 
one hand, and points in trunk line and Central Freight 
Association territories, on the other hand, propose to 
increase class and commodity rates between those points 
with certain exceptions hereinafter referred to. Upon 
protests of the Quincy Freight Bureau, the Hannibal 
Commercial Club and numerous shippers and receivers 
of freight, this proceeding was instituted and the various 
tariffs involved suspended until Feb. 13, 1915. 

At the hearing the Iowa State Board of Railroad Com- 
missioners and the cities hereinafter referred to as the 
upper Mississippi River crossings intervened in behalf 
of protestants. 

The communities on the Mississippi River between 
Dubuque, Ia., on the north and St. Louis, Mo., on the 
south are divided into two groups, known as the upper 
and lower crossings. In our report in the Mississippi 
River case, 28 I. C. C., 47, 48 (The Traffic World, Aug. 
9, 1913, p. 313), which involved rates from and to the 
upper crossings, we described those crossings as follows: 


Disregarding one or two small points having no importance 
in this inquiry, the upper crossings for our purposes here may 
be said to include Keokuk, Fort Madison, Burlington, Muscatine, 
Davenport, Clinton and Dubuque, all of which are in the state 
of Iowa. There is no bridge at Muscatine, but it is on the west 
bank of the river and takes the upper crossings rates. The 
lower crossings are St. Louis, Louisiana and Hannibal, in the 
state of Missouri, and Quincy, the latter being on the east 
bank of the river, in the state of Illinois. 


Quincy has a population of about 37,000; Hannibal, 
18,6v0, and Louisiana, about 5,000. Quincy is 140 miles, 
hannibal 120 miles, and Louisiana 94 miles north of St. 
Louis. 

The effect of the proposed schedules is to take the 
cities of Quincy, Hannibal and Louisiana out of the St. 
Louis group and to establish to those points the class 


rates prescribed as reasonable to the upper river cross- 
ings and the commodity rates to the upper crossings 
established to conform to the Commission’s findings in 
the Mississippi River case, 28 I. C. C., 47 (The Traffic 
World, Aug. 9, 1913, p. 313), and 29 I. C. C., 530 (The 
Traffic World, March 21, 1914, p. 552). 

Between some points and the upper crossings there 
would be under the proposed schedules no commodity 
rates on some commodities on which there would be 
commodity rates between the same points: and Quincy, 
Hannibal and Louisiana, and in such cases these com- 
modities would still carry somewhat lower rates from 
and to Quincy, Hannibal and Louisiana than from and 
to the upper crossings. It is not-deemed necessary to 
consider these separately. 

There are a number of points in Illinois and Missouri 
which take the same rates from and to trunk line and 
Central Freight Association territories as Quincy, Han- 
nibal and Louisiana, and rates from and to these points 
are correspondingly increased. Whatever determination 
is reached with respect to the crossings named will gov- 
ern rates to related points. 

The increases proposed in the class rates between 
Quincy, Hannibal and Louisiana and New York, N. Y., 
in cents per 100 pounds, are as follows: 


I Shh aie a ealeia dh na bees ome 1 2 3 4 5 6 
ED ncn gtaacscdoaceccaba ae a nes 1 1 
ED n4oe cadacweneg ma oes 2 2 1 1 1 1 


As class and commodity rates from and to Louisiana 
are now in some cases slightly higher than from and to 
Quincy and Hannibal, the result is, as to Louisiana, that 
the rates proposed show some reductions, but these are 
few in number. 

To justify the proposed increased rates, witnesses 
for respondents state that the testimony and the decision 
of the Commission in the Mississippi River case convinced 
them that Quincy, Hannibal and Louisiana were improp- 
erly grouped with St. Louis with respect to rates from 
and to trunk line and Central Freight Association terri- 
tories; and that taking into consideration the conditions 
under which traffic is handled, the density of traffic, the 
mileage, etc., those points should be grouped with the 
upper river crossings. It appears that up to 1898 Quincy, 
Hannibal and Louisiana took a higher percentage of Chi- 
cago rates than St. Louis, and the carriers claim that 
the proposed rates are intended to restore those towns 
to what is asserted to be the normal basis. 

The distance to each of the upper and lower crossings 
from New York and the percentage that distance is in 
each case of the distance from New York to St. Louis is 
shown in an exhibit filed by respondents as follows: 

Per 


Distance. centage. 
Miles. 
I, on cc aeecacnwtietaasenwene sesne Migs hae 1,079 101.3 
EE SRN as oNoths cb sit cde dees been Seed 1,050 98.6 
a eels che ae edie a he an t's nce ae 1,095 102.8 


PRUAAIIS inc cc ccccne este nen eeeeeeerernes 1,119 105.1 
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Average of Dubuque, 
and Keokuk 1,0 
Average of Quincy, Hannibal, and Louisiana 1,130 


106.1 


The average of the distances to all the upper cross- 
ings is 1,098 miles. If St. Louis were included with 
Quincy, Hannibal and Louisiana, the average nee to 
the lower crossings would be 1,114 miles. 

The distance from each of 16 representative points 
in Central Freight Association territory to St. Louis, 
the average distance from each of those points to the 
upper crossings, and the distance from each point to 
Quincy, Hannibal and Louisiana, with the average dis- 
tance from each point to the three last-named points 
and the average distance from all the points of origin 
to the various destinations named, are shown in an 
exhibit filed by respondents as follows: 


Aver- 
age of 
: Quincy, 

Aver- 

age of 

upper Han- 
St.  cross- ni- Louisi- Loui- 
Louis. ings. Quincy. bal. ana. siana. 
Miles. Miles. Miles. ‘Miles. Miles. Miles. 
1 9 768 760 


From— 


Buffalo, N Y 
Cincinnati, 
eueamiet Ohio 


Fort Wayne, Ind 
Grand Rapids, Mich.. 
Indianapolis, 
LaFayette, Ind 
Lansing, Mich 
Pittsburgh, Pa 
Saginaw, Mich 
South Bend, Ind 
Terre Haute, Ind 
Toledo, Ohio 


It is contended by the respondents that, considering 
mileage as one of the elements which naturally and prop- 
erly enter into a controversy respecting a relative ad- 
justment of rates, there is justification of a higher basis 
of rates to Quincy, Hannibal and Louisiana than to St. 
Louis; that this is true of traffic moving from and to 
both territories involved; and that, distance considered, 
there is no reason why Quincy, Hannibal and Louisiana 
should have lower rates than the upper crossings. 

It is pointed out by the respondents that transporta- 
tion conditions affecting traffic to Quincy, Hannibal and 
Louisiana are substantially different from the conditions 
which surround the handling of similar traffic to St. Louis. 
From and to eastern points Quincy is served by the Chi- 
cago, Burlington & Quincy and a branch line of the Wa- 
bash; Hannibal is served by the Chicago, Burlington & 
Quincy and the Wabash, and Louisiana is served by the 
Chicago & Alton and the Chicago, Burlington & Quincy. 
None of the three lines named originates traffic in trunk 
line territory, and traffic from that territory must move 
over not less than two lines. The same condition exists 
with respect to the- upper crossings. To justify lower 
rates to St. Louis the respondents refer to our statement 
in the Mississippi River case that St. Louis is the only 
one of the lower crossings that can claim a rate advan- 
tage by reason of a one-line haul, and it is argued that 
this advantage to St. Louis is sufficient in itself to justify 
lower rates to that point than to the other lower crossings. 

With respect to traffic density from and to St. Louis 
as compared with Quincy, Hannibal and Louisiana, the 
respondents state that no figures sufficiently definte to 
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be of value are available except figures relating to gen- 
eral business conditions. Reference is made to the cen- 
sus reports for the year 1909 as showing that the number 
of persons engaged in industries in St. Louis is more 
than two and one-half times the number engaged in simi- 
lar pursuits in all the upper river cities, including Quincy 
and Hannibal; that the capital invested is considerably 
more than two and one-half times the aggregate capital 
of the other cities from Hannibal to Dubuque, and that 
the aggregate value of the manufactured products of St. 
Louis is approximately three times the aggregate value 
of manufactured products of all of the other river cities. 
It is argued that these comparisons all speak for a much 
greater density of traffic to St. Louis than to the upper 
river cities or to Quincy, Hannibal and Louisiana, and 
that they are sufficient to justify the conclusion that the 
difference in traffic density warrants a higher basis of 
rates to all these points than to St. Louis. 


It is further contended by the respondents that if 
Quiucy, Hannibal and Louisiana should be grouped with 
the upper crossings and their rate situation then consid- 
ered on the basis of rates in and out, they would be 
upon a basis of substantial equality with the upper cross- 
ings and on a basis which is just and reasonable as com- 
pared with St. Louis. 


It is also insisted by the respondents that the present 
rates to and from the upper crossings were established 
to conform to an order of the Commission, and that as 
the ton-mile earnings on the traffic to and from Quincy, 
Hannibal and Louisfana are lower than to and from any 
upper river crossing, and lower than to and ‘from St. Louis, 
the proposed rates must be reasonable in and of them- 
selves. 

Comparative growth of population and industrial 
statistics are referred to by respondents to show that 
Quincy has not grown or prospered to the same extent 
as Hannibal and the upper river towns, and we are asked 
to draw the inference that something besides the freight 
rate adjustment is responsible for the lack of prosperity 
of that city. 


Witnesses in behalf of Quincy testified that some 
time previous to 1887 that city, with respect to traffic 
from points in trunk line territory, was upon the East 
St. Louis basis. 

It was not until 1908 that St. Louis and East St. Louis 
were put upon the same basis with respect to rates from 
trunk line territory. Previous to that year St. Louis was 
on a slightly higher basis. The Mississippi River case, 
supra. It is shown that some time in the year 1887 the 
merchants and manufacturers of Quincy were greatly dis- 
turbed respecting a proposed change in their rate situa- 
tion as to traffic from trunk line territory, and as a result 
of conferences which followed between representatives 
of the carriers and the business men of Quincy the car- 
riers established rates to Quincy on the basis of 122 per 
cent of the New York-Chicago rates. This basis was 
lower than the basis to the upper crossings by the amount 
of the bridge tolls shown in the Mississippi River case, 
but was higher than the St. Louis basis. 

It is shown by the protestants that the business of 
Quincy experienced a marked falling off after the basis 
of 122 per cent was established, that many industries 
closed down or moved away, and that the city has been 
slow to recover from the effects of the higher basis 
The testimony 
with respect to the early history of the rates is confined 
to Quincy. In 1887 Hannibal and Louisiana were com- 





| 


= ————— 


eS 


114 THE TRAFFIC WORLD 


paratively unimportant points. Generally speaking, how- 
éver, when the basis of 122 per cent was made applicable 
to Quincy it was also made applicable to Hannibal and 
Louisiana. The basis of 122 per cent remained in effect 
to Quincy, Hannibal and Louisiana until Nov. 7, 1898, 
when the Chicago, Burlington & Quincy put into effect 
a proportional tariff on traflic from Chicago to St. Louis 
and applied the St. Louis rates as maxima to Quincy 
and Hannibal. This made the combination from trunk 
line territory to Chicago, in connection with the propor- 
tional rates, the equivalent of the St. Louis rates from 
the same territory. The Wabash immediately followed 
the Burlington and established similar proportional rates. 
In 1904 the carriers in trunk line territory established 
joint rates to Quincy, Hannibal and Louisiana from trunk 
line points, which, with but few exceptions, were on the 
St. Louis basis. The rates to Quincy, Hannibal and Lou- 
isiana from Central Freight Association territory were 
maintained on the basis of the Central.Freight Association 
mileage scale until July, 1906, when the Wabash and 
the Chicago, Burlington & Quincy put these cities, with 
some few exceptions as to Louisiana, on the St. Louis 
basis, which has continued until the present time. 

The protestants called as witnesses manufacturers 
and jobbers of Quincy and Hannibal, who testified that 
the imposition of the proposed rates would be distastrous 
to their business interests. Their evidence shows that 
the competition which merchants and manufacturers of 
Quincy, Hannibal and Louisiana meet is almost wholly 
from St. Louis; that raw material from points east of 
the Illinois-Indiana state line are bought at the same 
points at which St. Louis buys its raw materials; that 
products outbound are sold in competition with St. Louis 
merchants and manufacturers; that the manufacturing 
and jobbing business of the three cities has grown rapidly 
since the establishment of the St. Louis basis of rates 
in 1906; and that the three cities do not now compete 
and never have competed to any great extent with the 
upper crossings. The protestants insist that Quincy, Han- 
nibal and Louisiana are naturally grouped with St. Louis, 
considering location and conditions under which their 
jobbing and manufacturing business must be done. The 
protestants assert that as they have for many years been 
on the same rate basis as St. Louis to now group them 
with the upper crossings would be a serious, probably 
an insurmountaable, obstacle to future growth and pros- 
perity. But one witness appeared to testify with respect 
to Louisiana, the interests of which are substantially the 
same as those of Quincy and Hannibal. 

We have set forth with some particularity the evi- 
dence, contentions, and arguments relied upon by the 
respondents to justify the proposed increased rates. It 
is to be observed that in many instances the contentions 
of these carriers are the same as were made by them 
in the Mississippi River case, wherein they were attempt- 
ing to justify higher rates to the upper crossings than 
to the lower crossings. In our original report in that 
case we said: 


Taking all things into consideration, much can be said, and 
much has been said on the record by these complainants, in 
support of the contention that there should be a parity of rates 
from the seaboard as between St. Louis and the Iowa towns 
on the west bank of the river; and we should be disposed to 
require such a parity of rates to all the crossings if the rate 
situation could be considered abstractly on the record and with- 
out regard to the effect elsewhere and upon other rates. 

* * . a 


* 


The facts of record do not suggest the propriety of allowing 
an increase in rates of the lower crossings. On the contrary, 
we have found that the rates of the upper crossings are;exces- 
sive. It follows, therefore, that if a parity of rates is brought 
about in the future in either of the ways mentioned, it must be 
reached through a reduction in the rates to the upper crossings. 
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Nevertheless, an order at this time putting the upper crossings 
on the St. Louis rate basis would be so serious in its effect 
upon the revenues of the respondents that we are constrained 
to modify the conclusion that we might otherwise reach. 


There is no warrant in anything that was said in’ 


that case for an increase of rates to Quincy, Hannibal 
and Louisiana. The question to be determined under 
the statute is, Have the respondents shown that the pro- 


posed increased rates are just and reasonable? There - 


is very little evidence in this record on that question. 
In the main respondents devoted their evidence to the 
question whether or not the three cities involved are 
properly grouped with St. Louis. The only showing with 
respect to the reasonableness of the rates is a comparison 
of the ton-mile earnings with the ton-mile earnings under 
rates from and to St. Louis and the upper crossings. 
Aside from this, and certain comparisons of conditions 
of transportation to and from St. Louis and the cities 
involved, there is no attempt to show that the present 
rates to Quincy, Hannibal and Louisiana are too low. The 
three cities in question have been grouped with St. Louis 
for many years, and their rates have not been, so far as 
the record shows, on as high a basis as rates to the upper 
crossings for a period of more than 25 years. No attempt 
was made by the respondents, so far as we are advised, 
to disturb the grouping of the lower crossings until after 
the Commisson found the rates to the upper crossings 
to be unreasonable and required their reduction. 

We are not impressed with the contention of the 
respondents that the difference in the distance from and 
to St. Louis, on the one hand, and the distance from and 
to. Quincy, Hannibal and Louisiana, on the other hand, is 
justification for higher rates to the latter points. Con- 
sidering the length of the hauls and the grouping of points 
of origin as well as the fact that Quincy, Hannibal and 
Louisiana have been grouped with St. Louis for a long 
period of time, we are of opinion that the difference in 
distance may well be disregarded in this consideration. 
There is no justification on this record for naming higher 
rates to Quincy, Hannibal and Louisiana than to St. Louis, 
considering alone the commercial conditions under which 
the three cities involved must conduct their business. It 
was strongly indicated by us in the Mississippi River 
case that, all conditions considered, there is no reason 
why all the crossings from St. Louis to Dubuque should 
not be on the same basis with respect to traffic from 
seaboard territory. For reasons stated in the opinion 
in that case the rates to the upper crossings were not 
reduced to the St. Louis basis. To now increase rates 


‘to Quincy, Hannibal and Louisiana to the upper cross- 


ings’ basis, leaving St. Louis the only crossing taking 
lower rates, would not benefit the upper crossings, would 
have a serious effect on the business interests of the 
three cities involved, and would redound only to the 
benefit of St. Louis. The upper crossings have intervened 
and are asking that Quincy, Hannibal and Louisiana shall 
remain on the St. Louis basis. 

It is well settled that a relation of rates established 
and maintained for a long.period of time and to which 
business has been adjusted should. not be lightly dis- 
turbed. The fact that Quincy, Hannibal and Louisiana 
are in sharp competition with St. Louis while competing 
only to a small extent with the upper crossings, fur- 
nishes a strong reason for not approving the proposed 
change in the grouping. : 

Upon consideration of the facts of record we are 
of opinion, and find, that the respondents have not justi- 
fied the rates under suspension or the maintenance of 
higher rates betwéen Quincy, Hannibal and Louisiana and 
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points in trunk line and Central Freight Association ter- 
ritories than are contemporaneously maintained by them 
between St. Louis and the same points. An order will 
therefore be entered requiring the respondents to cancel 
the suspended tariffs and to maintain for a period of not 
less than two years rates from and to the three points 
named which shall be no higher than the rates from and 
to St. Louis. 


‘ORDER. 

It is ordered, That the carriers respondent herein 
and designated in said schedules be, and they are hereby, 
notified and required to cancel, on or before Feb. 13, 1915, 
the rates, charges, practices and regulations stated in 
the schedules specified in saia orders of suspension. 

It is further ordered, That said carriers shall estab- 


lish, on or before Feb. 13, 1915, upon notice to the Inter- 
state Commerce Commission and t6 the general public 


by not less than five days’ filing and posting in the manner 
prescribed in section 6 of the Act to regulate commerce, 


and maintain and apply to the transportation of the 
traffic described in said schedules from Quincy, IIl., and 


Hannibal and Louisiana, Mo.,-to the points of destination 
named in said schedules, rates not in excess of those 
contemporaneously maintained by them from St. Louis, 
Mo., to the same points; and that they shall establish, on 
or before Feb. 13, 1915, and maintain and apply to the 
transportation of the traffic described in said schedules 
to Quincy, Ill., and Hannibal and Louisiana, Mo., from 
the points of origin named in said schedules rates not 
in excess of those contemporaneously maintained by them 
to St. Louis, Mo., from the same points., 

And it is further ordered, That this order shall con- 
tinue in force for a period of not less than two years 
from the date when it shall take effect. 


DEMURRAGE ON COAL 


CASE NO. 6464 (32 I. C. C., 479-480) 
CROW’S NEST PASS COAL CO., LIMITED, VS. GREAT 
NORTHERN RAILWAY CO. 


Submitted Sept. 10, 1914. Decided Dec. 22, 1914. 


Demurrage charges on certain cars of coal at Republic, _Wash., 
found to have been assessed in accordance with tariff pro- 
visions and complaint dismissed. 


John Rogers and J. I. Springer for complainant. 
John F. Finerty, Jr., for defendant. 
Report of the Commission. 
BY THE COMMISSION: 

Complainant is a corporation engaged in the coal 
business, with offices at Fernie, British Columbia, and 
Spokane, Wash. By complaint, filed Dec. 31, 1913, it 
alleges that defendant collected unjust and unreasonable 
aemurrage charges for the detention of certain cars of 
coal at Republic, Wash. Reparation is asked. 

During the months of December, 1912, and January, 
1913, complainant shipped six cars of coal from Michel, 
British Columbia, consigned to its order at Republic, with 
instructions to notify the North Washington Power & 
Reduction Co., located there. When the cars were re- 
ceived at Republic, defendants’ agent notified the North 
Washington Power & Reduction Co. by telephone of their 
arrival. It appears, however, that complainant was ship- 
ping coal faster than the North Washington Power & 
Reduction Co. could take delivery of it, and that the cars 
here involved remained undelivered for a considerable 
length of time. As the consignee was not refusing de- 
livery, but, on the other hand, was taking the coal as 
fast as it could, the defendant’s agent did not notify his 
superior officer that these cars had not been unloaded. 
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Complainant, having received information from some 
outside source that the cars had not been delivered, made 
inquiry of defendant and learned that such was the case. 
Subsequently it disposed of the coal to another company 
at Republic. When the cars were finally unloaded de- 
murrage charges had accrued in the sum of $232, which 
was ultimately paid by the complainant and for which it 
now claims reparation. 

Defendant’s tariff, in effect at the time of the trans- 
portation here involved, provided that “consignee shall be 
notified by carrier’s agent in writing, or as otherwise 
agreed,” of the arrival of shipments. A paragraph of in- 
structions to agents contained in the same tariff directed 
that, if other than written notice were agreed upon, the 
agreement as to such other mode of notification should 
be evidenced by written request from the consignee. It 
appears that there was no written request from the con- 
signee or written agreement between defendant and the 
North Washington Power & Reduction Co. that telephonic 
notification of the arrival of cars would be sufficient; 
and it is upon the technical contention that, under these 
circumstances, the notice given was not in accordance 
with the defendant’s instruction to its agent and there- 
fore not legal, that complainant bases its claim for a 
refund of the demurrage charges collected. There is no 
dispute as to the fact that the consignee had actual notice. 
Moreover, it appears that there was a custom and under- 
standing between defendant and this consignee for the 
giving and receipt of telephonic notice. 

It appears that complainant would in all probability 
not have been advised of the non-delivery of the cars any 
sooner had written notice been given. In fact, the record 
shows that even after complainant was advised that the 
cars remained undelivered it was two or three weeks 
before they were finally unloaded and released by the 
party to whom they had been resold, and complainant 
admits that there was no connection between the failure 
of defendant to give the original consignee written notice 
and the failure of the party to whom they were ultimately 
sold to take prompt delivery of the shipments after they 
had been sold to it. 


Complainant, upon the hearing, raised the contention 
that there was a duty devolving upon the carrier to notify 
it, the shipper, of the refusal or failure to take delivery 
of the cars. This contention is not in issue, and as to it 
we express no opinion. 

Defendant’s tariff provides for the collection of de- 
murrage charges at the rate of $1 per day after the ex- 
piration of free time. There are no alternative provisions 
or conditions attaching to the rule for the collection of 
demurrage charges that exempt the consignee from the 
duty to pay or the carrier from the duty to collect such 
charges after the expiration of free time. Defendant’s 
agent should be required to observe the strict letter of his 
company’s instructions, but those ipstructions embodied, 
in this particular instance, nothing in the nature of an 
agreement or contract with the consignee, nor of an ex- 
ception to the application of the charges. Complainant 
has not shown -that it was damaged by the failure of the 
agent strictly to observe his instructions, nor are the 
charges imposed shown to have been unreasonable or 
otherwise unlawful. 

The complaint will therefore be dismissed, and it will 


be so ordered. 


ORDER. 


It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 
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LUMBER TO DES MOINES 


I. AND S. NO. 299 (32 I. C. C., 484-486) 


RATES ON LUMBER AND OTHER FOREST PROD-. 


UCTS FROM POINTS IN ARKANSAS AND OTHER 
STATES TO POINTS IN IOWA, MINNESOTA AND 
OTHER STATES. 


Dec. 21, 1914. 


Petition for revision of the previous findings herein with re- 
spect to divisions considered. Petition denied with the 
exception of the reapportionment of the rate to Des Moines. 
First supplemental report and order modified to that extent. 


C. E. Spens for Chicago, Burlington & Quincy Rail- 
road Co. 

F. W. Webster for Chicago & Eastern Illinois Rail- 
road Co. and its receivers. 4 

C. W. Galligan for Chicago & Alton Railroad Co. 

E. K. Bryan, Jr., for Illinois Central Railroad Co. 

N. S. Brown for Wabash Railroad Co. and its receivers. 

J. E. Johannson for Chicago, Rock Island & Pacific 
Railway Co. ' 

S. H. West and E. A. Haid for St. Louis Southwestern 
Railway Co. and affiliated lines. 

E. E. Eversull for W. T. Ferguson Lumber Co. 

J. E. Morgan for Chickasaw Cooperage Co. 

W. C. Dunlap for Henry Wrape Co., Mount Olive Stave 
Co., R. M. Fletcher Stave Co., Hampton Stave. Co. and 
Wilson & Wrape Stave Co. 

O. W. Krafft for Ozark Cooperage & Lumber Co. 

Second Supplemental Report of the Commission. 
McCHORD, Commissioner: 

The St. Louis Southwestern Railway Co. and affiliated 
lines have filed a petition for reconsideration of the 
record in this case, looking to a revision of the findings 
with respect to divisions. 

In reaching the conclusions expressed in the supple- 
mental report, cognizance was taken of the matters now 
presented by this petition, and, with the exception of 
the rate to Des Moines, Ia., nothing is made to appear 
which would justify us in arriving at a different solution 
of the controversy. The supplemental report herein, 31 
I. C. C., 173 (The Traffic World, Oct. 31, 1914, p. 803), pre- 
scribed divisions between the petitioners and roads north 
of St. Louis and East St. Louis on lumber from Arkansas 


‘and other states to Iowa, Minnesota and other states. 


« proper division assignable to the St. Louis Southwestern 
for the haul to East St. Louis was found to be 18 cents 
and remainder to the lines north thereof. Exception to 
the general finding was made with respect to the divi- 
sions of the through rate from points on the St. Louis 
Southwestern to Des Moines, Ia., via the Wabash. As to 
this feature of the case, it was noted in the report that, 
while the controversy was the same in principle, sep- 
arate treatment was necessary because of the reductions 
in that rate and the indicated willingness of the carriers 
to divide the reductfon on a revenue basis. 

Our general finding having been that the St. Louis 
Southwestern should receive 18 cents for its haul to East 
st. Louis and the roads north thereof the balance of the 
through rates, it was our conclusion that these factors 
should be considered with reference to the old rate to 
Des Moines of 27% cents in order to arrive at the per- 
centages which would have accrued to the St. Louis South- 
western and the Wabash had not the through rate to 
Des Moines been reduced. The result of this calculation 
was 65.4 per cent and 34.5 per cent, respectively, or, ap- 
plied to the reduced rate of 25 cents, a division of 16.5 
cents to the St. Louis Southwestern and 8.5 cents to the 
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Wabash. This, it now appears, reduces the division of 
the St. Louis Southwestern below that-.accepted by other 
southwestern lines, as well as gives to the Wabash a 
greater division than it had previously asked from the 
St. Louis Southwestern, namely, 8 cents. 


The fact that the Wabash Railroad was willing to 
accept 6 cents as its share of the through rate does not 
establish that as a measure of what would be a reasonable 
proportion to that road. However, it is persuasive that 
its proportion should at least be no higher. An 18-cent 
division has been declared a reasonable proportion to the 
St. Louis Southwestern Railway Co. out of the through 
rates to the general territory involved in this case, but 
it is now manifest that this division, used as a factor of 
the old rate to determine percentages to be applied to the 
reduced rate, does not bring about an equitable distribu- 
tion of the reduction. Had not the Des Moines rate been 
reduced and had not the carriers signified their willing- 
ness to share the reductions, the division of the present 
rate would have been upon the uniform basis prescribed 
of 18 cents to the St. Louis Southwestern and the re- 
mainder to the northern lines. But, under the circum- 
stances, independent consideration is called for and the 
establishment of divisions somewhat lower than those 
accorded the carriers under the general finding. Appar- 
ently the divisions between the St. Louis Southwestern 
Railway and the Wabash Railroad of the 2714-cent rate 
to Des Moines were 19 cents and 8% cents, respectively. 
seduced to percentages and applied to the 25-cent rate 
results in giving the St. Louis Southwestern Railway 1714 
cents and the Wabash Railroad 7% cents. 

Our general finding made a reduction in the divisions 
of the St. Louis Southwestern Railway of 1 cent below 
what had been its original proportion. As to the Des 
Moines rate, the original division of the St. Louis South- 
western Railway would be reduced 1% cents. In other 
words, the division of the St. Louis Southwestern Railway 
of the Des Moines rate would be three-fourths cent less 
than allowed that company out of the through rates to 
the territory as a whole. This we believe to be a proper 
adjustment. We therefore find that the rate to Des Moines 
should divide 1714 cents to the St. Louis Southwestern 
Railway Co. and 7% cents to the Wabash Railroad Co. 
and that our first supplemental report and order herein 
should be so modified. 

An order will be entered accordingly. 





SECOND SUPPLEMENTAL ORDER I. AND S. NO. 299. 
RATES ON LUMBER AND OTHER FOREST PROD- 
UCTS FROM POINTS IN ARKANSAS AND OTHER 
STATES TO POINTS IN IOWA, MINNESOTA AND 

OTHER STATES. 

This case coming on to be further considered in view 
of the petition for revision of the Commission’s previous 
findings herein: 

It is ordered, That the prior order entered herein on 
Oct. 6, 1914, be, and it is hereby, modified so as to read 
as follows: : 

It appearing, That the carriers respondent herein, 
parties to joint rates established by them, under order 
of the Commission entered May 5, 1914, on lumber and 
other forest products from southwestern producing ter- 
ritory to points north of St. Louis, Mo., and East St. 
Louis, Ill., have failed to agree as to the divisions of 
such rates and have so notified this Commission, upon 
further consideration of the record herein: 

It is ordered, That out of the joint rates on lumber 
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and other forest products from southwestern producing 
territory to points north of St. Louis, Mo., and East St. 
Louis, Ill., the participating carriers shall receive and 
the said joint rates shall be apportioned among them as 
follows: To the St. Louis Southwestern Railway Co. 
and affiliated lines, 18 cents per 100 pounds; remainder 
to the lines beyond; as to Des Moines, Ia., 17144 cents 
per 100 pounds to the St. Louis Southwestern Railway 
Co.; remainder to the Wabash Railroad Co. 

It is further ordered, That this order shall take effect 
as of the date of the original order, and shall continue 
in force for a period of not less than two years from 
the date thereof or for such shorter period as the rates 
shall be maintained upon the present basis. 


EXCELSIOR BOLTS IN CARLOADS 


———— 


CASE NO. 4778 (32 I. C. C., 481-484) 

JOHN W. KEOGH VS. MINNEAPOLIS, ST. PAUL & 
SAULT STE. MARIE RAILWAY CO. ‘ 

CASE NO. 4778 (Sub-No. 1) 

SAME VS. CHICAGO, ST. PAUL, MINNEAPOLIS & 
OMAHA RAILWAY CO. , : 


Submitted Aug. 21, 1913. Decided Dec. 15, 1914. 
Rates for the transportation of excelsior bolts in carloads from 
—_— in Wisconsin to St. Paul, Minn., found unduly preju- 
dicial. 


John W. Keogh and Blair,& Hillyer for complainant. 

A. H. Lossow for Minneapolis, St. Paul & Sault Ste. 
Marie Railway Co. 

W. D. Burr and James B. Sheean for Chicago, St. Paul, 
Minneapolis & Omaha Railway Co. 


Report of the Commission on Rehearing. 


‘BY THE COMMISSION:- 


These cases were decided on January 7, 1913, 26 I. C. C. 
73 (The Traffic World, Feb. 15, 1913, p. 421). On March 18, 
1913, complainant filed a petition for rehearing, and April 
7, 1918, the orders previously entered were set aside and 
the cases were reopened for further consideration. They 
come on now to be considered after rehearing. 

In the complaint it is alleged that the rates maintained 
by the Minneapolis, St. Paul & Sault Ste. Marie Railway 
Co. (hereinafter called the Soo line) and the Chicago, St. 
Paul, Minneapolis & Omaha Railway Co. (hereinafter called 
the Omaha road) from certain points on their lines in Wis- 
consin to St. Paul, Minn., on excelsior bolts, produced 
from basswood, poplar and other kinds of wood, are unrea- 
sonable and unduly prejudicial. In the original report we 
found that the rates to St. Paul from the points in Wis- 
consin named in the complaints on the lines of the two 
defendants were unreasonable and unduly prejudicial and 
prescribed lower rates for the future. The rates found 
reasonable were to be applicable only on condition that the 
product of the bolts should be shipped out of St. Paul via 
the same line that obtained the inbound haul to that point. 
The facts are fully stated in the former report and need 
not be repeated in detail. 

In his petition for rehearing complainant alleges that 
defendants established reduced rates only from the points 
named in the orders, and he insists that similar rates 
should have been established from all points in Wisconsin 
on the lines of defendants. He also alleges that there 
should be no limitation respecting the application of the 
rates to St. Paul; that is to say, the rates on the bolts to 
St. Paul from points in Wisconsin should not be subject to 
the condition that the product be hauled from that point by 
the carrier which handled inbound traffic. 

The following table’ shows the rates published by the 
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Soo line for the transportation of excelsior bolts from sta- 
tions in Wisconsin to other stations in the same state and 
from stations in Wisconsin to St. Paul, without any con- 
dition that the outbound product must be transported by 
the inbound carrier, and distance rates maintained by the 
same line for the transportation of excelsior bolts from and 
to stations in Wisconsin, where the outbound shipment is 
transported by the carrier which received the inbound 
traffic. 





Between 
Wisconsin 

points, 

when 

product 

From must be 

Wiscon- Between ay mg 

sin Wiscon- via in- 

7 points to sin bound 

Distance St. Paul. points. carrier. 

in miles, Cents. Cents. Cents. 
Pac v0 oO 6 vide i rccke wee 5.0 5.0 1.8 
big oi5-0.015-b xg bine baa wiles ares 5.0 5.5 2.0 
EP ian cna ahaie Rese sae oe ee Ai OS ake 6.0 6.2 2.2 
We oShbshi db subs binds tis 6.0 7.0 2.4 
eS ae a eee 7.0 7.2 2.6 
90 7.5 7.2 2.8 
7.5 7.6 3.0 
7.5 7.0 3.1 
7.5 7.0 3.2 
Sas oc dd tie S's eden ae 7.5 7.0 3.3 
os bs oe eke ede eee 7.5 7.5 3.4 
BIA 0: ais; Disb ie Wictns bh baie «ae Make 7.5 8.0 3.5 
Be ctihica 4 bdioa oceans okcatoee 7.5 8.0 3.6 
DI io. ed ocd ob uAG inn Sale es 7.5 8.0 3.7 
BE ba diacids: didi eine. 5 Sr tie oman 8.0 8.0 — 3.8 
Ws 420 Raknch beeeeekpeese as 9.0 8.0 3.9 
BO eS ioss wits c6chSsc eee aves 9.0 8.0 4.0 


It will be noted that no rates are named -for less than 
forty miles. The distances to St. Paul from the nearest 
points in Wisconsin reached by the Soo line and the Omaha 
road are 33 and 19.2 miles, respectively. It appears that 
complainant’s principal competition is with an excelsior 
mill at Rice Lake, Wis., a station on the lines of the de- 
fendants about 110 miles from St. Paul. It further ap- 
pears that for distances under 40 miles, defendants main- 
tain rates to Rice Lake on a per car basis relatively lower 
than rates under the mileage scale. 

The rates shown in the table are fairly representative 
of those maintained by the Omaha road on excelsior bolts 
between points in Wisconsin and from Wisconsin points to 
St. Paul. Complainant’s evidence in the original case and 
upon rehearing is directed chiefly to proof of the conten- 
tion that the rates from Wisconsin points to Rice Lake 
are discriminatory as compared with rates from the same 
Wisconsin points to St. Paul. There is little material evi- 
dence of record aside from the comparisons of rates be- 
tween points in Wisconsin with rates from the same points 
to St. Paul. Defendants contend that the rates between 
points in Wisconsin are made in obedience to orders of 
the Wisconsin Railroad Commission. It appears, however, 
that the rates to Rice Lake, as originally published by 
defendants, were not in response to any order of the Wis- 
consin commission, 

In the original report we said, at page 76: 


The rates complained of are interstate, while the rates 
which complainant’s competitors ‘enjoy are intrastate, The im- 
portant question, therefore, is whether the disadvantage to 
which complainant is subjected is in contravention of the pro- 
visions of the statute which forbid undue discrimination by 
interstate carriers. A similar question was involved in the 
recent case of Railroad Commission of La. vs. St. L. S. W. Ry. 
Co., 23 I. C. C., 31 (The Traffic World, March 30, 1912, p. 599). It 
was there held, in substance, that for an interstate carrier to 
apply to state traffic lower rates than are contemporaneously 
applied by it under like conditions to interstate traffic is a 
violation of the law forbidding undue discrimination, even 
though the lower rates were established by a state in the exer- 
cise of its lawful powers, and for that reason made effective 
by the interstate carrier. The same a applies here and 
answers the objection by defendants that the rates enjoyed by 
complainant’s competitors at Rice Lake, Cameron and other 


Wisconsin points are intrastate only. 


So far as appears of record the transportation of ex- 
celsior bolts from points in Wisconsin to St. Paul is under 
substantially the same circumstances and conditions as 
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that from Wisconsin points to Rice Lake. Upon considera- 
tion of all the evidence now before us, we are of the 
opinion and find that the rates on excelsior bolts in car- 
loads maintained by the defendants to St. Paul from points 
in Wisconsin are unduly prejudicial to complainant to the 
extent that they exceed, for similar distances, rates on 
the same traffic from the same points of origin to Rice Lake 
and to the extent that privileges or transit arrangements 
are permitted in connection with said rates to Rice Lake, 
which are denied in connection with said rates to St. Paul; 
that for the future defendants should be required to main- 
tain rates to St. Paul from points on their lines in Wisconsin 
which shall not exceed, for similar distances, the rates 
contemporaneously maintained by them from the same 
points to Rice Lake, and that, if defendants or either of 
them continue to maintain rates to Rice Lake contingent 
upon the outbound shipment of the product via the inbound 
carrier, they should respectively maintain similar rates 
on this traffic to St. Paul. 

Complainant asks for reparation. In neither record 
is there any proof of the alleged damage to complainant 
from the discrimination complained of. Consequently no 
reparation will be awarded. 

Orders will be entered in accordance with the con- 
clusions here announced. 





ORDERS. 
No. 4778. 

It is ordered, That the above-named defendant be, and 
it is hereby, notified and required to cease and desist on 
or before March 15, 1915, and thereafter to abstain from 
charging, demanding, collecting or receiving rates for the 
transportation of excelsior bolts in carloads from points 
on its lines in the state of Wisconsin to St. Paul, Minn., 
which shall exceed, for similar distances, the rates con- 
temporaneously maintained by it for the transportation of 
excelsior bolts in carloads from the same points in Wis- 
consin to Rice Lake, Wis. 

It is further ordered, That said defendant be, and it 
is hereby, notified and required to establish on or before 
March 15, 1915, upon notice to the Interstate Commerce 
Commission and to the general public by not less than 30 
days’ filing and posting in the manner prescribed in section 
6 of the Act to regulate commerce, and thereafter to main- 
tain and apply to the transportation of excelsior bolts in 
carloads from points on its line in the state of Wisconsin 
to St. Paul, Minn., rates which shall not exceed, for simi- 
lar distances, the rates contemporaneously maintained by 
it for the transportation of excelsior bolts in carloads from 
the same points in Wisconsin to Rice Lake, Wis:, and if 
said defendant continues to maintain rates on excel- 
sior bolts in carloads from points on its line in Wis- 
consin to said Rice Lake, contingent upon the outbound 
shipment of the product of such bolts via its line, it shall 
maintain similar rates on said traffic from points on its 
line in Wisconsin to St. Paul, Minn., which shall not 
exceed for similar distances said rates to Rice Lake, Wis. 

And it is further ordered, That this order shall remain 
in force for a period of not less than two years from the 
date when it shall take effect. 





No. 4778 (Sub.-No. 1.) 

It is ordered, That the above-named defendant be, 
and it is hereby, notified and required to cease and desist 
on or before March 15, 1915, and thereafter to abstain from 
charging, demanding, collecting or receiving rates for the 
transportation of excelsior bolts in carloads from points on 
its line in the state of Wisconsin to St. Paul, Minn., which 
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shall exceed, for similar distances, the rates contemporane- 
ously maintained by it for the transportation of excelsior 
bolts in carloads from the same points in Wisconsin to Rice 
Lake, Wis. 

It is further ordered, That said defendant be, and it is 
hereby, notified and required to establish on or before 
March 15, 1915, upon notice to the Interstate Commerce 
Commission and to the general public by not less than 30 
days’ filing and posting in the manner prescribed in section 
6 of the Act to regulate commerce, and thereafter to main- 
tain and apply to the transportation of excelsior bolts in 
carloads from points on its line in the state of Wisconsin 
to St. Paul, Minn., rates that shall be no higher for similar 
distances than the rates contemporaneously maintained by 
it for the transportation of excelsior bolts in carloads from 
the same points in Wisconsin to Rice Lake, Wis., and if 
said defendant continues to maintain rates on excelsior 
bolts in carloads from points on its line in Wisconsin to 
said Rice Lake, contingent upon the outbound shipment of 
the product of such bolts via its line, it shall maintain 
similar rates on said traffic from points on its line in 
Wisconsin to St. Paul, Minn., which shall not exceed for 
similar distances said rates to Rice Lake, Wis. 

And it is further ordered, That this order shall remain 
in force for a period of not less than two years from the 
date when it shall take effect. 


TEAMSTERS’ CHARGES 


CASE NO. 7002 ; (32 I. C. C., 487-488) 
ATLAS PORTLAND CEMENT CO. VS. LEHIGH VALLEY 
RAILROAD CO. 


Submitted Sept. 8, 1914. Decided Dec. 22, 1914. 


Upon advice of defendant’s agent concerning the expected time 
of arrival of certain shipments of cement at its terminals 
in New York, N. Y., complainant sent teams to defendant’s 
yards at the appointed time for the purpose of hauling the 
same away. Cars were four hours late in arriving at the 
terminal, and the claim here is for reparation in the amount 
of the teamsters’ charges during the waiting period. Com- 
plaint dismissed for want of jurisdiction. 


J. A. Upshur for complainant. 
S. C. Pratt for defendant. 


Report of the Commission. 


BY THE COMMISSION: 

.Complainant is a corporation engaged in the manu- 
facture of Portland cement, with principal office at New 
York, N. Y., and with plant at Northampton, Pa. Its 
complaint herein was filed June 12, 1914. 

Oct. 31, 1913, complainant shipped two carloads of ce- 
ment from Northampton to New York for use at Forty- 
third street and Vanderbilt avenue in that city, routed 
for delivery via the line of defendant. Nov. 3, 1913, the 
agent of defendant at New York advised complainant that 
the cars were at defendant’s Jersey City terminals and that 
they would be placed for delivery at defendant’s Twenty- 
seventh street and Eleventh avenue yards in New York 
either November 4 or early on the morning of November 5. 
Complainant so notified its teamsters, who appeared at 
said yards at 7 a. m., November 5, with four teams pre- 
pared to haul the cement thence to that part of the city 
where it was to be used. The cars did not arrive at the 
yards designated until 11 a. m., November 5, and for the 
period from 7 to 11 o’clock complainant was required to 
pay for the time of these teams at the rate of ‘85 cents an 
hour for each team. The total amount for the four teams 
aggregated $13.60. The complainant asks that we award it 
reparation in this amount, because of the delay in arrival 
and delivery of the cars, contending that inasmuch as it 
allowed the defendant the maximum time within which its 
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agent stated the cars would be delivered, defendant should 
be held accountable for the damage. 

Defendant filed a motion to dismiss on the ground that 
the Commission has no jurisdiction in such a case. 

The Commission’s jurisdiction over claims for repara- 
tion does not extend to claims arising from loss, damage, 
or delay to shipments in transit, such claims being cog- 
nizable in the courts. 

The complaint herein must therefore be dismissed, and 
it will be so ordered. 


ORDER. 
It is ordered, That the complaint in this proceeding be, 
and it is hereby, dismissed. 


DEMURRAGE CHARGES 


CASE NO. 6729 (32 I. C. C., 488-489) 
F. J. LEWIS MANUFACTURING CO. VS. DENVER & 
RIO GRANDE RAILROAD CO. 


Submitted May 26, 1914. Decided Dec. 22, 1914. 


Demurrage charges collected on an empty private tank car held 
at Colorado Springs, Colo., not found to have been unlawful. 
Complaint dismissed. 


F. M. Bulger for complainant. 
W. A. Rambach for defendant. 


Report of the Commission. 


BY THE COMMISSION: 

Complainant is a corporation engaged in the manu- 
facture and sale of coal-tar products, with offices at Moline 
and Chicago, Ill. By complaint, filed March 18, 1914, it 
alleges that the collection by defendant of $32 demurrage 
charges for the detention of an empty private tank car 
at Colorado Springs, Colo., was not in accordance with 
the provisions of defendant’s tariff in effect at the time, 
and asks for reparation. 

In March, 1913, an empty private tank car was moved 
upon complainant’s instructions from Moline to Colorado 
Springs for loading by the Colorado Springs Light, Heat 
& Power Co. The car arrived at the latter point March 
17, and on that date was placed near the gas house of 
the above company at a point convenient for loading. 
That company was not prepared to load the car, and it 
remained at the gas house until March 28, when, upon 
the request of the Colorado Springs Light, Heat & Power 
Co., it was removed to another point in the yard. The 
car was not loaded while at Colorado Springs, and on 
April 23 complainant instructed defendant to return it 
empty to Galesburg, Ill.,.and this was done. The $32 
demurrage accrued during the time that the car was on 
the tracks near the plant of the Colorado Springs Light, 
Heat & Power Co. Complainant contends that under 
defendant’s tariff no demurrage should have been col- 
lected. 

Defendant’s tariff in effect at the time provided as 


follows: 


Cars held for or by consignors or consignees for. loading, 
unloading, forwarding directions, or for any other purpose, are 
subject to these demurrage rules, except as follows: 

Section C. Empty private cars stored on carrier’s or private 
tracks, provided such cars have not been placed or tendered for 
loading on the orders of a shipper. 

Note.—Private cars while in railroad service, whether on 
carrier’s or private tracks, are subject to these demurrage rules 
to the same extent as cars of railroad ownership. 

(Empty private cars are in railroad service from the time 
they are placed by the carrier for loading or tendered for load- 
ing on the orders of a shipper. 


Defendant’s tariff also contained the following pro- 
vision, intended as an explanation of section C, above 


quoted: 


Empty private cars saved on tracks switched by carriers, 
taken for loading without order or requisition from shipper and 
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‘ without formal assignment by carrier's agent, shall be recorded 


as placed for loading when actual loading is begun. 

Defendant appears to be willing, if authorized by the 
Commission, to make refund of the charges collected on 
the car in question. However, this car having, as stated, 
been placed for loading upon order of complainant, it 
was, in our view, “placed for loading on the orders of 
a shipper” within the meaning of this provision. There- 
fore the exception provided by defendant’s tariff was not 
applicable to the case. 

The complaint will be dismissed. 


ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


ORDER IN FIVE PE PER CENT CASE 


Makes Advanced Rate De Decision Workable—Ob- 
jections to the Rates 


The order of the Commission published January 8 
in the five per cent advanced rate case, makes its deci- 
sion in that matter workable without causing the destruc- 
tion of the percentage system of stating rates in Official 
Classification territory. It enables the carriers to retain 
the groupings and the relationships, which would have 
been impossible if no increase beyond five per cent were 
allowed. 

Under this order, to preserve the groups and the 
relationship, some increases will be considerably above 
five per cent. An equal number will be less than five 


_per cent, so that the net result will be a five per cent 


increase in revenues, although the distribution of bene- 
fits and burdens will not be as exact as if five per cent 
had been set as the absolute maximum. 

The issuance of the order caused a good deal of 
comment, because some of the increases will be more 
than five per cent. The point was made that no shipper 
who will have to stand more than a five per cent increase 
ever had a minute before the Commission to protest 
against anything more than a five per cent increase. An- 
other point made in the discussion evoked by the order 
is that the rates checked in as a result of this order 
will not even be the same as were set forth in the tariffs 
suspended in I. and S. No. 333. 

A number of attorneys for shippers are , expected to 
advise their clients to bring formal complaints on the 
ground alone that they are asked to pay rates of which 
they have not had official notice. The tariffs filed under 
the authority of the order of January 8 will be on file 
only ten days before they become effective. The order 
is as follows: 

The Commission having under consideration its re- 
port and order herein of July 29, 1914, and its supple- 
mental report herein of Dec. 16, 1914; 

And it appearing, That, with respect to interterritorial 
rates, points of origin on the one hand and points cf 
destination on the other in trunk line, New England and 
Central Freight Association territories, Illinois, the Vir- 
ginias and eastern Canada are arranged in geographical 
groups designated by rate groups or percentage numbers 
generally indicating their relation to the New York-Chi- 


_ cago rates, or to the Chicago-Montreal rates as to certain 


Canadian points, which represent 100 per cent; that as 
to rates between points within trunk line and Central 
Freight Association territories and the Virginias, and 
line, New England and Central 
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Freight Association territories, and between these -ter- 
ritories and Illinois, the Virginias, and parts of eastern 
‘Canada, certain rate relations have been established by 
grouping points of origin and points of destination and 
applying a common rate to or from such points; that the 
construction of rates to or from specific points is based 
upon a percentage of rates to or from other points; that 
certain rates are constructed by the observance of specific 
or arbitrary rates or differences to or from adjacent or 
competitive points, and that rates via differential routes 
are constructed by the application of stated differentials 
under the rates of standard rail routes; 


And it appearing, That these described groupings and 
relations should, in the interests of carriers and of com- 
petition between shippers and receivers, be maintained: 


It is ordered, That in establising the increased rates 
approved in said reports, respondents may preserve these 
existing groupings and relationships as specified herein, 
even though by so doing some rates are increased slightly 
more than five per cent. 

It is further ordered, That in establishing the in- 
creased rates approved in the said reports the rates from 
Chicago to New York and Montreal, and from New York 
to Chicago, may be increased five per cent, and those 
increased rates may be scaled to or from percentage points 
or groups upon the established percentage groupings and 
percentages; that the rates via ocean-and-rail and estab- 
lished all-rail differential lines may be made the same 
differentials under the standard all-rail rates as now 
exist, and that the established groupings of points of 
origin or of points of destination under common rates 


may be preserved, even though so doing results in in- 


creasing some rates slightly more than five per cent. 


And it is further ordered, That the percentage rela- 
tionship of rates, the differential and arbitrary adjustment 
of rates hereby authorized and not above designated shall 
be as follows, in cents per'100 pounds, except where 
otherwise noted: 


I.—Class Rates from Trunk Line and New England Territories 
to Central Freight Association Percentage Points. 


EE .. cvduddesnnsateee ee ee ee ce <a a oe 
EE SEE, BU, Sccccccccoccecccs Sake 
Spee IURENONE, BE. a cBicvicccccscisccce Ss = 3-833 


lower than from New York. 
From Albany, Utica and Fair Haven, N. Y.— 

To 75 per cent points and higher, New York rates less 20 
per cent of the New York to Chicago rates. 

To 60 per cent, 67 per cent, and 71 per cent points, Phila- 
delphia to 60 per cent points rates as minima. 

To 70 per cent points, Philadelphia to 70 per cent points 
rates as minima. 

To 72 per cent, 73 per cent, and 74 per cent potnte, New York 
rates less 20 per cent of the New York to Chicago rates, ob- 
serving 71 per cent rates as minima. 
hae Rochester, Syracuse, Geneva, Elmira, and Mount Morris, 

To 72 per cent points and higher, 70 per cent of the New 
York rates. 

. To 60 per cent, 67 per cent, and 71 per cent points, arbitrary 
rates. 

To 70 per cent points, same rates as to 81 per cent points. 
From Boston, Mass.— 

To 60 per cent points, New York rates plus 

SE ccctdenes be decdkuwe tebe kanes se oe: ee Be 

MERE 5.0cbecn0nseo cctenewteates Fe re eS. 4 

' Tn 67 per cent and 70 per cent points, same as to 71 per cent 
points. 

To 71 per cent pete and higher, New York rates. 

From New Berlin, N. Y.— 

To 60 per cent to 77 per cent points, New York rates with 
78 per cent (New Berlin) rates as maxima. 

To 78 per cent points and higher, New York rates less 

ON PCR ETO Cn tae. 

cut Nuelas clk Se e.ek Che OR Oe eOe REO sw es Ss 2 
From Ogdensburg, N. Y.— 

To 60 per cent to 77 per cent points, same as from Boston, 
but not to exceed rates from Ogdensburg to 78 per cent points. 


EE a Oe er re 1233465 6 
ee Wee WP ONE WOOD cc ccc ct ccvsccceecs wes ss 
To 79 per comt POIMtS 2... ci cssciccgecses 8 6 5 4 4 2 
To 80 per cent points ......cccccccecce 7.7 2.84 4 2 
To 81 per cent points .....ccccccccveees 10 8 6 44 2 
To 82 per cent points and higher ...... 10 8 6 4 4 3 


lower than from New York. 
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From Scranton, Pa.— 

To all percentage points, except 70 per cent points, 80 per 
cent of rates from New York to same destinations, with Phila- 
delphia to 60 per cent points rates as minima. 

To 70 per cent points, Williamsport rate plus 

GEE Wn cicnebes code Oe bent eens beh baneaen [as 2 4.6: 6 

MPDUTETION © oc 5 0 0 acidi0e 0.6.0 tic bandos eee eie sR Rod. BTS 
From Williamsport, Pa., and Cumberland, Md.— 

To all percentage points except 70 per cent points, 77 per cent 
of rates from New York to same destinations; Baltimore to 60 
per cent points rates minima from Williamsport. 

To 70 per cent points, same as from Syracuse to 70 per cent 
points 


= “Washington, D. C. (via southern routes), and Lexington,: 


a.— 

To percentage points, Baltimore rates subject to Virginia 
cities-Pittsburg rates (Columbus to Baltimore basis) as minima. 
From Virginia cities— 

ES i da geige th olkhehe eee et eeeanwe 2,3 2-4 8 6 
To percentage points, Baltimore ratesless.8 6 4 3 2 2 
subject to varying minima at points taking less than 95 per 
cent. 
Il.—Class Rates from Trunk Line Territory to Canadian Per- 
centage Points. 

From Boston, Mass.— 

To 76-C to 100-C points, New York rates. 
From Albany, N. Y.— 

To 76-C to 100-C points, New York rates less 20 per cent of 
New York to Chicago rates. 

From Ogdensburg, N. Y.— 
To 76-D and 78-D points, Detroit rates as maxima. 
To 76-C points, same as to 78-C points. 


SN he ae. cin oa seats cane hoe a ouep 42 8.4 &.¢ 

PED ME cc rcnciccetecscccossesseses 66&§ 83.3 32 
less than New York rates. 

i - BRE. POU coc sscccccciiccovciosessove $¢4883 3 
less than New York rates, but not less than to 78-C points. 

To 82-C to 100-C points............-eceee $¢4 8, 3.38 


less than New York rates. 
From Syracuse, N. Y.— ’ 

To 76-C to 100-C points, 70 per cent of New York rates. 
From Philadelphia and Scranton, Pa.— 

To 76-D and 78-D points, Detroit rates as maxima, 

To 76-C to 100-C points, New York rates. 
From Baltimore, Md., and Williamsport, Pa.— 

To 76-D and 78-D points, Detroit rate as maxima, 

To 76-C to 100-C points, New York rates. 
From New York rate territory— 

To Montreal rate territory, 73 per cent of New York to 
Chicago rates. 

To Carleton Place rate territory, 76 per cent of New York 
to Chicago rates. 

To Quebec rate territory, 78 per cent of New York to Chi- 
cago rates. 
From Philadelphia and Baltimore rate territories— 

To Montreal rate territory, same as from New York rate 
territory. ; 

To Carleton Place rate territory, same as from New York 
rate territory. 

To Quebec rate territory, same as from New York rate ter- 
ritory. 
From Albany rate territory— 

To Montreal rate territory, same as from Albany to 73 per 
cent points in Central Freight Association territory. 

To Carleton Place rate territory, same as from Albany to 
76 per cent points in Central Freight Association territory. 

To Quebec rate territory, same as from Albany to 78 per 
cent points in Central Freight Association territory. 

Rates to Canadian territory east of Kingston, Sharbot Lake, 
North Bay, and Depot Harbor, Ontario, other than as described 
in the foregoing, arbitraries above base-point rates. 


11l.—Commodity Rates from Trunk Line and New England Ter- 
ritories to Central Freight Association Percentage Points. 


From Boston, Mass.— 4 

To Trunk line western termini and 60 per cent points: 
When commodity rates from New York to the western termini 
of the trunk lines and points taking 60 per cent of New York to 
Chicago rates are the same as standard class rates, rates upon 
like articles from Boston, Mass., and New England points tak- 
ing Boston rates to such western termini and 60 per cent points 
may be made by adding to the commodity rates from New York 
the same differences which exist between such class rates from 
New York and the corresponding class rates from Boston to 
same destinations. When commodity rates from New York to 
western termini of the trunk lines and points taking 60 per cent 
of New York to Chicago rates are not the same as standard 
class rates, rates upon like articles from Boston and New Eng- 
land points taking Boston rates to such western termini and 
60 per cent points may be made by adding to the commodity 
rates from New York the differences which exist between the 
class rates next higher than the commodity rates from New 
York and the corresponding class rates from Boston to same 
destinations. 

To 67 per cent to 71 per cent points: When commodity 
rates are established from New York to Chicago, either locally 
or as a basis for other western points, rates upon like articles 
from Boston and New England points taking Boston rates to 
points taking higher than 60 per cent, but not greater than 71 
per cent of New York to Chicago rates, may be made the same 
as rates applying from New York to 71 per cent points. 

To 72 per cent points and higher: To points taking higher 
than 71 per cent of New York to Chicago rates, the rates from 
Boston and points in New England taking Boston rates may be 
made the same as from New York, but to points taking higher 
than 60 per cent not less than to 60 per cent points, as pro- 
vided in the foregoing. 

From Albany, N. Y.— 

To 60 per cent points and higher: When a rate per 100 
pounds or per ton is established upon any commodity from New 
York to Chicago as a basing rate and corresponding rates apply 
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from interior points, the rate from Albany, N. Y., to Chicago 
and other points taking 100 per cent of New York to Chicago 
rates may be 80 per cent of the New York to Chicago rate. 
Rates to points taking other than 100 per cent of New York to 
Chicago rates may be scaled on the established percentage of 
the rate from Albany to Chicago., 

From New Berlin, N. Y.— 


To 60 per cent to 77 per cent points, same as from New 
— with rates from New Berlin to 78 per cent points as 
maxima. 


To 78 per cent points and higher, New York rates less 
IIIT 6.00401 stews jacace dite oie ines a aie nace 3 465 6 
rr dpa Srieeaan ahaa aimee a <aeel toa, tats 4 Le 


From Ogdensburg, N. Y.— 
; = 60 per cent points, same as from Boston to 60 per cent 
points. 
To 67 per cent to 77 per cent points, sfme as from Boston, 
but not to exceed rates from Ogdensburg to 78 per cent points. 


To 78 per cent points and higher, New York rates less 
CORONOE  nccsiccscue iene ee reeeee saeseaense me 4 5 6 
Differentials ....... Se seavees bdenekeakya 10 8 6 4 4 8 


From Rochester-Syracuse, N. Y.— 

To 60 per cent points and higher: When a rate per 100 
pounds or per ton is established upon any commodity from New 
York to Chicago as a basing rate and corresponding rates ap- 
ply from interior points, the rates from Rochester-Syracuse, 
N. Y., to Chicago and other points taking 100 per cent of New 
York to Chicago rates may be 70 per cent of the New York to 
Chicago rate. Rates to points taking other than 100 per cent 
of New York to Chicago rates may be scaled on the established 
percentage basis of the rate from Rochester-Syracuse to Chi- 
cago. 

From Philadelphia, Pa.— 

To 60 per cent points and higher, New York rates less 

a cae ben cia dien anon 66S 1 2 3 4 5 6 or lower 

PIAS | 06 cibs 0 vie ntinases ime & 2's 3 
From Baltimore, Md.— 

To 60 per cent points and higher, New York rates less 

BE n.caledtatvicDewibinss tees> 1 2 3 4 5 6 or lower 

Differentials ...ccccccseses oat oe Se ee 3 


From Scranton, Pa.— “ 

To 60 per cent points, same as from Philadelphia to 60 per 
cent points. 

To 67 per cent points and higher, to Chicago and other 100 
per cent points, 80 per cent of New York to Chicago rate; to points 
taking other than 100 per cent of New York to Chicago, rates 
scaled on established percentage basis of rate from Scranton 
to Chicago. (Philadelphia to 60 per cent rates as minima.) 
From Williamsport, Pa.— 

‘ To 60 per cent points, same as from Baltimore to 60 per cent 
points. - 
To 67 per cent points and higher, to Chicago and other 100 
per cent points, 77 per. cent of New York to Chicago rate: to 
points taking other than 100 per cent of New York to Chicago, 
rates scaled on established percentage basis of rate from Wil- 
liamsport to Chicago. (Baltimore to 60 per cent rates as 
minima.) 
From Cumberland, Md.— 

To 60 per cent points and higher, to Chicago-and other 100 
per cent points, 77 per cent of New York to Chicago rate; to 
points taking other than 100 per cent of New York to Chicago 
rates scaled on established percentage basis of rate from Cum- 
berland to Chicago (via Pennsylvania Railroad, Baltimore to 60 
per cent rates as minima). 

From Belington and Richwood, W. Va.— 

To 60 per cent points and higher, Cumberland commodity 
rates, subject to various minima and exceptions. 
From Lexington, Va.— 

To 60 per cent points and higher, Baltimore commodity 
rates, subject to Virginia cities—Pittsburgh rates as minima, 
with various exceptions. 


From Virginia cities— 

To 60 per cent points and higher, Baltimore commodity 
rates, subject to various minima and exceptions. 
1V.—Class and Commodity Rates Between Points in Trunk Line 


Territory. 
Between New York rate points and Pittsburgh and Erie 


rate points—60 per cent of New York-Chicago rates. 
Between Philadelphia rate points and Pittsburgh and Erie rate 


points— 
PL. cccnese ene ree b big beatae sie ecmaiara 2.8.8 £2 2.9 
OO MS cos. ce bhaih eo nineee se ree bs .-. © 2.28 


lower than rates between New York and Pittsburgh or Erie. 
Between Baltimore rate points and Pittsburgh and Erie rate 


points— : 
SED: Lis oo ae ah cee beste eh ee wan ial canaiase 2 2 2:4 #8 
Perr rere ee ere in Ss. 2 2.8 


lower than rates between New York and Pittsburgh or Erie. 

Between New York, Philadelphia and Baltimore rate points 
and Buffalo rate points—Philadelphia-Erie rates. 
From Albany and Utica rate points— 

To Pittsburgh and Erie rate points—class rates, Philadel- 
phia to Pittsburgh or Erie rates; commodity rates, 80 per cent 
of New York to Pittsburgh or Erie rates. 

From Pittsburgh rate points— 

To Albany rate points, Pittsburgh to New York rates. 
From Erie rate points— 

To Albany rate points, 92 per cent of Erie to New York 
rates. ” 

From Pittsburgh rate points— 


*In connection with westbound commodity rates upon a 
lower basis than sixth class, varying differentials are applied, 
dependent upon the standard rate basis New York to Chicago 
governing in such instances. 

To Utica rate points, 92 per cent of Pittsburgh to New York 
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From Erie rate points— 

To Utica rate points, 80 per Cent of Erie to New York rates. 
From Syracuse and Rochester rate points— 

To Pittsburgh and Erie rate points—class rates, Syracuse 
to Cleveland rates; commodity rates, 70 per cent of New York 
to Pittsburgh or Erie rates. 

From Pittsburgh rate points— 

To Syracuse rate points, 84 per cent of Pittsburgh to New 
York rates, 

To Rochester rate points, 72 per cent of Pittsburgh to New 
York rates, . 

From Erie rate points— 

‘ To Syracuse rate points, 75 per cent of Erie to New York 
rates. 

. To Rochester rate points, 62 per cent of Erie to New York 
rates, 
Between Boston rate points and Pittsburgh-Erie rate points— 

CEE 8.8% sin preodsic se aupeab ive 5's con 2 3 4 5 6 

MEOUEERMIOD) OE «0.60 66 50045 coches 5 +t 3 3 2% 2 


higher than New York-Pittsburgh ‘or Erie rates. 
Between Boston rate points and Buffalo rate points— 

CUMBOBS 6a cod iss iiecvescece ees x 2 3 4 5 6 

APDIGATION OF .6.60 vicccecs pase © 5 2% 2% 2% 2 
higher than. New York-Buffalo rates. 

Between Pittsburgh and Virginia cities—Columbus to Balti- 
more basis. 

Between Rouses Point rate points and points in trunk line 
territory—same as between Sherbrooke rate points in New 
England and trunk line territory points. 

Between Buffalo, Dunkirk and interior New York state points 


and— 

A eee sis hic lal bigaedl'e elt feasted a ot 3 48.4 &:8 
Alexandria, Va., and Washington, D. C..10 8 6 6 5 5 
QUANTICO, VA.....ceeccccccccccccces ee ee oe ee ee 
Virginia cities ....... Rieeeee ee ae ae & 5 6 


over Baltimore rates. 


V.—Class and Commodity Rates From Trunk Line Territory to 
Points in New England, Including Eastern Canadian 
Points on the Boston & Maine and 
‘Maine Central Railroads. 


From Pittsburgh and Erie rate points— 
To New York and Pelham rate points, 60 per cent of Chicago 
to New York rates. 
To Hartford, Boston, Portland and Brunswick rate territories 
Classes ....... PO ee ne ay 2 3 4 5 6 
Arbitraries of ........ Serre 5 4 3 3 2% 2 
higher than Pittsburgh or Erie to. New York rates. 
To Sherbrooke or Woodsville rate points in the United 
States, Cleveland to Boston rates. 
To Sherbrooke rate points in Canada, Toledo to Boston rates. 
From Buffalo rate territory— 
i To New York and Pelham rate points, Buffalo to New York 
es. 
To Hartford, Boston, Portland and Brunswick rate points— 
3 4 


eee ppelistesaninas 1 2 5 6 
2% 2% 2% 2 


RERTTTIN GE i ks on Svzei5 0% 5 5 
higher than Buffalo to New York rates. 

To Woodsville and Sherbrooke rate points, Pittsburgh or 
Erie to Boston rates. 


Vi.—From Points in Central Freight Association Territory, IIli- 
nois and Mississippi River Points. 


Class Rates. 

To Boston, Mass. 

CORSBOSB: «oie w:0:0'0\65 + dip adele S ahed Bale wld ee wid £3: Ot. 

SPE fest c Ger Spin eniaale lee ndeute wees bbe Siete do a oe a i ie 
over New York. 

To Rockland, Me., Boston rates, with Cleveland to Boston 
rates as minima. 

Io Stanstead, Quebec, Boston rates, with Toledo to Boston 
rates as minima. 

To Baltimore, Md. 


DT hn id ca teas abeud wubllee eer meet a ae a 
COMES cicccdsee bad athens ances webs OF hes . 2.3 3 3 2 
under New York. 
To Philadelphia, Pa. 
COO 8 icc bb0k <ilgs oocce saae eagle tal eaie nk a Be Be 
RNY Gok bee hala be a balaeta ak bine ihr everass = aoe 2 3 3 


From and to the following points rates will be the stated 
percentages of New York rates, except as shown: 
From 664% From 72 From 79 
per centto percentto percentto From 
71 per cent 78 percent 100 percent ~ points 


points, points, points, over 
both _ both both 100 per 
To— inclusive. inclusive. inclusive. cent, 
Per cent. Percent. Percent. Per cent. 

Sens. K- Y. se ern 96 96 96 96 
Moun orcs, IF, X32 

Rochentes: IN. iis coves *63 saad 74 76 
umberland, iTvseds 

Syracuse, N. Y..... cece 74 76 80 84 

Utica, N. Y.. OTT ree 87 90 91 


To Emporium, Pa., same as to Rochester, N. Y. 

*From 66% per cent to 78 per cent points, both inclusive, to 
Mount Morris. and Rochester, N. Y., and points taking Mount 
Morris or Rochester rates 


NN Se catud i pew 6s veel end alance Sectana a oe oe ee 
CME Od o' unas oe ob aaaeo Keen Teas preees ile i x oe ae fae | 
over Buffalo. 


+Johnstown, Pa., rates as minima. 
Vil.—Live Stock and Dressed Meat Rates. 
To Boston, Mass., same as to New York. 
To Baltimore, Md., 3 cents less than to New York. 
To Philadelphia, Pa., 2 cents less than to New York. 
To Albany, Cumberland, Mount Morris, Rochester, Syracuse, 
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Utica and points taking same rates, percentages for class rates 
will apply, except: 

From 66% per cent to 78 per cent points, both inclusive, in 
carloads, to Mount Morris and Rochester, and points taking 
same rates, calves, cattle, hogs and sheep, 1 cent; horses, 3 
cents, and dressed meats, 2 cents over Buffalo. 

From Indiana, Illinois and Kentucky points taking higher 
than 100 per cént of Chicago to New York rates to Baltimore, 
Md., Boston, Mass., New York, N. Y. and Philadelphia, Pa., on 
cattle, horses, mules and sheep, also dressed beef, dressed hogs 
and dressed sheep, carloads: 

Over 

Chi- 

cago. 
From points over 100 per cent to and including 108 per cent 2 
From points over 108 per cent to and including 110 per cent 3 
From points over 110 per cent to and including 112 per cent 4 
From points over 112 per cent to and including 117 per cent 5 


On cattle, horses, mules and sheep, also on dressed beef, 
dressed hogs and dressed sheep, carloads, to interior eastern 
points, established percentages of the New York rates. : 

On live stock, carloads, to Virginia points: (a) From 60 
per cent _to and including 76 per cent points, 76 per cent of 
Chicago-New York rates, less Baltimore differential of 3 cents. 
(b) From 77 per cent to 87 per cent points, inclusive, 87 per 
— of Chicago-New York rates, less Baltimore differential of 

cents. 

From 88 per cent points and higher, established percentage 
of Chicago to New York rates, less 3 cents, except that on 
horses and mules New York rates apply. 

From Illinois, Indiana and Kentucky points taking higher 
than 100 per cent: 

On calves, cattle, lambs, and sheep, carloads: 
, Over the 
Chicago- 
Virginia 

points 

rates. 
; Cents. 
From eae over 100 per cent to and including 108 per 

REEL: Puuicaawae sed Sa ede sbblveeaids isk eousldsls bawheseses 
From potune over 108 per cent to and including 110 per 

DEP chcchatisecneNah sib LaeUOe en Db ne eeahex dee nene die 
From petnte over 110 per cent to and including 112 per 

Rist Gites On bake e eh aain-o Faroe dea tn wboe Gowen ehslece ss 
From annie over 112 per cent to and including 117 per 

GE onctes dha Shas dads eouendea vendre sae Gwen gs ascents 

On horses and mules, carloads, from points taking higher 
than 100 per cent, New York rates as minima. 


Vill.—Commodity Rates. 


To Boston, Mass., class differentials over New York rates 
when the rate to New York is same as the standard class rate. 
If commodity rate to New York is not same as standard class 
rate, commodity rate to Boston will be the differential for the 
next higher class than that indicated by the New York rate. 

To Rockland, Me., and Stanstead, Quebec, same rules as 
provided above for class rates. 

To Baltimore, Md., 3 cents, and to Philadelphia, Pa., 2 cents 
lower than to New York. 

To Albany, Cumberland, Mount Morris, Rochester, Syra- 
cuse, Utica and interior points taking same rates, class rate 
percentages of the New York rates. 

From 66% per cent to 78 per cent points, both inclusive, to 
Rochester and Mount Morris, N. Y., and points taking Rochester 
rates, Buffalo rates plus arbitrary for class that is most nearly 
approximated by the New York commodity rate, but not to ex- 
ceed rates from or to points beyond. 

eae rates to Rochester, Syracuse and same rate points 
may be: 

(a) Basis less than 20 cents, Chicago to New York, from 
66% per cent points or higher Baltimore rates. (See Note 1.) 

(b) Basis of 20 cents or higher Chicago to New York, from 
points taking 66% per cent or higher, Baltimore rates on basis 
19% cents Chicago to New York. (See Note 1.) 

Note 1.—These rules will not apply on blocks, asphalt paving, 
furnace, or tank; brick, building, fire, furnace, hollow, paving, 
pressed, salt-glazed, sand lime, or tank; clay, all kinds, includ- 
ing fire; conduits, brick or clay; curbing, vitrified; fireproofing, 
clay; flue lining; guards, cattle, clay; heads, stopper, clay; 
kaolin; shale, slabs, tile; sleeves, clay; tuyeres, clay. ° 


1X.—Cotton, Cotton Linters and Regins. 
To Boston, Mass., 5 cents higher than to New York. 
To Baltimore, Md., 3 cents less than to New York. 
To Philadelphia, Pa., 2 cents less than to New York. 
To Albany, Rochester, Syracuse and Utica, 5 cents less than 
to New York; 


X.—Grain and Grain Products. 
Domestic. 

To Baltimore, Md., 3 cents under New York. 

To Boston, Mass., 2 cents over New York. 

To Newport News and Norfolk, Va., same as to Baltimore, 
except as otherwise provided herein for rates to Virginia cities. 

To Philadelphia, Pa., 2 cents under New York. 

To Rockland, Me., and Stanstead, Quebec, same rules as ap- 
ply to class rate traffic. 

The following percentages of the rate to New York will apply 
from and to the points named: 


To To ‘ 

To Cumber- Roches- -To To 

Albany, land, ter, Syracuse, Utica, 

From— ) ap a Md. Mu. 3.% i. ae N. Y. 

ean Pet. Pet. Pet. Pct. 

CABO ..ceeccvacs ** 

GROUP 2...cccccse i a ys 80 90 
SE (ld a dcmdurs cdne 96 sd 4 80 90 
EE SEIT a wcdravene ia 3.9" 96 se 74 80 90 
EE ave ns sus ¥ % 96 oe 74 80 90 


Group 4-A ........ 96 - 76 84 91 


Cette GB vk cecdeciees 96 ed 74 80 90 
OS eee 96 ** 74 80 90. 
GE Tr 85s s.due net 96 se 74 80 90 
SS: BP Ae re 96 os 74 80 90 
CO BG. 56.016 sieunds 96 + 68 16 87 
Group 9-A ........ 96 ** 74 80 90 
Geemm. Be. ..cccces 96 se 74 80 90 
CED. o cwcheaaae 96 ee 68 76 87 
SAPO SED. woe.cineg's.a' 96 ** 68 76 87 
ESPOUED EB chcccesese 96 ee 63 74 83 
See BE o.b6.c.0 600.00 96 e 74 80 90 
Group 14 ....ccccce 96 ee 74 80 90 
Group .16° .cccccccee 96 se 74 80 91 


*Baltimore rates as minima to Rochester and Syracuse. 
**Deduct one-half cent from the Baltimore rates, observing 
Johnstown rates as minima. 


- Grain for Export. 
To Baltimore, 1% cents under New York. 


To Boston, same as New York. 
To Philadelphia, 1 cent under New York. 


Grain Produces (Except Flour) for Export. 


To Baltimore, 3 cents under New York. 
To Boston, same as New York. 
To Philadelphia, 2 cents under New York. 


Flour for Export, 
To Baltimore, same as export “grain product’’ rate, 
To Boston, same as New York. 


To New York, 2 cents over Baltimore. 
To Philadelphia, 1 cent over Baltimore. 


XI.—Class, Commodity, Dressed Meats and Live Stock. 


From points named below in the following groups: 
Group Group Group Group 
1 2 + 5 


Percentage of Chicago to New 


To— York rates (see Note 2). 
New York, N. Y......+-+- ee 60 60 60 60 
Percéntage of New York rates. 
Mites... A. Tinka vine 00 qn60ssi9s 85 92 92 100 
Cumberland, Md.* j..... ia hr quca ah anal Seale dv i ls a gelitaae TORMOO 00 
Emporium, Pa. (see Note 1). 60 62 62 72 
BVTMCUNS, WH. Toc cccscvccsces 75 75 78 84 
Se 8 eee 80 80 85 92 
Mt. Morris, N. Y. (see Note 1) 55 62 62 72 
Rochester, N. Y. (see Note 1) 55 62 62 72 
Hagerstown, Md.} .........- Baltimore, Md., rates with Norfolk, 
Va., rates as minima. 
Rockland, Me. ...ccscccccsece Cleveland, Ohio, to Boston, Mass., 
rates as minima. 
Stanstead, Que. ......csceee Toledo, Ohio, to. Boston, Mass., 


rates as minima, 
*Rates from 66% per cent points as’ maxima. 
7Grain, grain products, and by-products of grain, % cent 
less than Baltimore; Johnstown rates as minima, 
tVia Norfolk & Western Ry. only. 
From groups 1, 2, 4 and 5 to Boston, Mass., class and com- 
modity rates will be— 

PO «4 cnegine teed waaenny ame 1 2 3 a 5 6 
PL cKetnshbagkendé seaamsued « 5 a 3 3 2% 2 
higher than to New York. On dressed meats and live stock, 

carloads, from all groups to Boston, same as to New York. 
From points named in groups 1, 2, 4 and 5 to Philadelphia, 
class and commodity rates will be— 

SE. snomees as nace oad aean eae 2 3 4 5 6 
EE. ch denen ma ber ee Khe cee nad 6 6 2 2 2 2 
less than to New York. On dressed meats and live stock, car- 
loads, from all groups to Philadelphia, 2 cents less than to 

New York. 
From points named in group 1 to Baltimore, class and com- 
modity rates will be— 
SD. ictanckepacdecsassawehat 1 2 3 4 5 6 
DE weso¢huddasdnakommnnnan a 6 2 2 2 2 


less than to New York; from groups 2, 4 and 5 to Baltimore, 
will be— x 
Prt an awe nd waemeete 1 2 3 4 5 «6 
GD” en crwdatavedbewadwes éteave 8 8 3 3 3 3 
less than to New York. On dressed meats and live stock, car- 
7 from all groups to Baltimore, 3 cents less than to New 
ork. 


Station. Group No. Station. Grou, No 
BE, Ble Bisinccs.co00e 1 Jamestown, N. Y......... 1 
Ba ode sete vec 6k ce 5 DP UUEED, Fhe Be ccccccsece 1 
RN, Ws Ws ba ciecccccciee 2 MeaGville, PR. .....cccise 4 
RR TF saab ais' v.00 00.0 1 Ce BE, Bis otne ewes s 4 
0 1 yy og TS Ses 4 
BEG, PB. cccccccccccccsce 2 OT A eee 2 
Falconer Junction, N. Y.. 1 RS Tp 6 anic cast tome 2 
Pranmklin, Pa. ...06ci.see 4 Werte, Me. Bic. cccsass 1 
Irvineton, Ne .Zasicsccccce 2 


NOTE 1.—Rochester, Emporium, Mount Morris and points 
taking same rates: 

CE Wis bbvecentdhadewkees wea 2 3 4 5 6 
a Pe re ee Cbnii enti’ 4 3 2 2 1 1 
over Buffalo, but not higher than from or to points beyond. 

NOTE 2.—®xcept on iron and steel articles, grain and grain 


products, rates from Mahoning and Shenango Valleys as maxi- 
ma from 60 per cent points. 


To Virginia Cities. 


Baltimore rates will be minima to Virginia cities proper, 
except (a) from points taking less than 77 per cent of Chicago 
to New York rates, and (b) from points taking higher than 77 
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per cent of Chicago to New York rates, located in territory on 
and east of Norfolk & Western Railway, Columbus to Ports- 
mouth, Ohio, and south of Pittsburgh, Cincinnati, Chicago & 
St. Louis Railway, Columbus to Steubenville, Ohio, inclusive, 
to Virginia cities proper, Columbus, Ohio, to Baltimore proper 
rates as minima. 

To Virginian Railway Stations. 

To first station south of Deepwater, W. Va., to and in- 
cluding Lester, W. Va.: From points on and west of Cleveland- 
Marietta-Belpre line described in Note 1, Norfolk rates, plus 

NY Tino o.s'ata w.g0sé-o ots 6-0 baeir ener 1 2 3 4 5 6 

SE ita Van's oho tds ae Vado camad 6 5 4 3 2 2 


From points east of Cleveland-Marietta-Belpre line described 
in Note 1, same as from Baltimore. 
To points south and east of Lester, W. Va., to but not in- 
cluding Salem, Va.: From points on and west of the Cleveland- 
Marietta-Belpre line described in Note 1, Norfolk rates plus 


CN) kk ese hs Cee tcedee teehee 1 2 3 4 5 6 
MN cb tino ve vise sweed aKa 12 10 8 7 6 5 


in Note 1, same as from Baltimore. 


To Salem, Va.: From points on and west of Cleveland- 
Marietta-Belpre line described in Note 1, Norfolk rates. From 
points east of Cleveland-Marietta-Belpre line described in 
Note 1, Baltimore to Salem, Va., rates. 

To Roanoke, Va.: From Central Freight Association and 
Illinois points, Norfolk rates. 

To points east of Roanoke, Va., to and including Altavista, 
Va.: From points on and west of Cleveland-Marietta-Belpre 
line described in Note 1, Norfolk rates. From points east of 
Cleveland-Marietta-Belpre line described in Note 1, rate basis 
as per Note 2. 

To points east of Altavista, Va., through, but not including 
Suffolk, Va., to, but not including Norfolk, Va.: From points 
on and west of Cleveland-Marietta-Belpre line described in 
Note 1, Norfolk rates plus 

RE So 8s nas capaauee see 1 2 3 4 5 6 

SE Fico oa Gao oan oateer uaa ee bs 12 10 8 7 6 5. 
From points east of Cleveland-Marietta-Belpre line described in 
Note 1, rate basis as per Note 2. 





Xil.—lIron and Steel Articles, Billets, 
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To Alberta, Brookneal, Jarratt and Meherrin, Va., on ship- 
ments destined beyond: From points on and west of Cleveland- 
Marietta-Belpre line described in Note 1, Norfolk rates. 

To Norfolk, Sewells Point and Suffolk, Va.: From Central 
Freight Association and Illinois points, Norfolk rates. 

NOTH 1.—Description of Cleveland-Marietta-Belpre line: 
Beginning at and including Cleveland, Ohio; thence via and 
including points on the lines of the Pennsylvania Company to 
and including Hudson, Ohio; thence via and including points 
on the Cleveland, Akron & Columbus Railway, to and including 
Akron, Ohio} thence via and including points on the Baltimore 
& Ohio Railroad, to and including Cantor, Ohio; thence via and 


including points on the Baltimore & Ohio Railroad, to and in- 
cluding Valley Junction, Ohio; thence via and including points 
on the lines of the Pennsylvania Company, to and including 


Canal Dover, Ohio; thence via and including points on the Bal- 
timore & Ohio Railroad, to Uhrichsville, Ohio; thence via and 
including points on the Pittsburgh, Cincinnati, Chicago & St. 
Louis Railway, to and including New Comerstown, Ohio; thence 
via and including points on the lines of the Pennsylvania Com- 
pany, to and including Marietta, Ohio; thence via and including 
points on the Baltimore & Ohio Southwestern Railroad, to and 
including Belpre, Ohio. 

NOTE 2.—Add following arbitraries, governed by Southern 
Classification, to Norfolk, Va., rates: 


Chee...) 2 4272 SS 6.4.8 2B BS 
Cents ....0. 30.38 28. 2 eS OB Bak oe eee 


Arbitraries for commodities announced in Virginian Rail- 
way Freight Tariff IL C. C. No. 760 may be used in arriving at 
through joint rates from points east of Cleveland-Marietta- 
Belpre line described in Note 1. 


To Belington, Elkins, Etc. 


Class and commodity rates to Belington and Elkins, W. Va., 
and points taking same rates, same as to Cumberland, Md., 
subject to existing rule as to minimum rates. This basis 
applies from points west of Ohio River and Ohio-Pennsylvania 
state line taking rates higher than from Pittsburgh, Allegheny, 
Pittsburgh, North Side, Bellaire, Wheeling or Parkersburg 
proper, also from points east of Ohio-Pennsylvania state line 
locate | on and west of Bessemer & Lake Erie Railroad, subject 
to minimum basis of 17% cents, Chicago to New York. 


Iron and Articles Taking Same Rates. 


FROM CLEVELAND GROUP 
Iron and steel articles classified fourth, fifth Billets, pig iron, etc., per ton. 










To— and sixth class. 
I ee Mc ns cae cde ¢ eee hemes 2 cents higher than Pittsburgh................. 30 cents higher than Pittsburgh. 
OS re ee 3 cents higher than Pittsburgh................ 60 cents higher than Pittsburgh. 
i ee ee er me EI a er Same as Pittsburgh. 
pie vi teen eee e tree eeeee 3 cents higher than Pittsburgh................ 60 cents higher than Pittsburgh. 
Corning, N. perertaseresonrsonenh ye 
EE ani tke vas 45s 6 ce menees MND: GN. TNCs 0680.6 voc ce terinbectecdeneaees Same as Pittsburgh. 
EE sin'vses<s svcceesadoev J 
DIP. TE. EE occ ccccecspccecessesec DP id araginnw > Akio waco ache ana We dekh no ee Do. 
a, N. % Dearne +e dete eee seeae ners ME tists ase ess C4eeo ad hare dew hoe keimoutenaeae bak Do. 

KINGTON, VA...eeeeeseeseereseese ban ME 4 ein sin nha HWA des a ale pwn dieaie< o.40.0,0/' tale eeete igher , 
Ss ee f 20 cents higher than Pittsburgh 
ee ee: ED... so. 0 osaersinie oar Rn tsdvacee ete dedy ene ie es $s abh ea sos, sieceshe Same as Pittsburgh. 

Newport News, V@...........sseeeee Same as to LexingtoOn; V@.........cccccsecccccs Same as to Lexington, Va. 

—_ as. i ee are eee 1 .38 cents higher than Pittsburgh................ 60 cents higher than Pittsburgh. 
Norfolk, V@..+-.-0+esseeeeeeeeeees ame as to Lexingt Sach eeu eniieoueea seine i 

CHA Pele Contest, Wa... ;* as to ington, Va Same as to Lexington, Va. 
Owego, N. Y.ccccccccrcce <i aE. AME + SIRs sis, 05 3.0 0.0: sidan» poi enesana Same as Pittsburgh. 
Philadelphia, Pa........ ..3 cents higher than Pittsburgh................ 60 cents higher than Pittsburgh. 
POSMMROUER, TEecccsscccccecs « pS AE SO SO, 9 Ole 0s occ cceSecisevecscess Same as to Lexington, Va. 
Punxsutawney, Pa.......... me Be SL a Serer Same as to Rochester, N. Y. 
Richmond, VB.....cecvcccces oi AD. OE EO Sis Ws kc cc ccc sceecdvtses® Same as to Lexington, Va. 
Richfield Springs, N. Y......... ..2 cents. higher than Pittsburgh................. 30 cents higher than Pittsburgh. 
eer 6 ocais is ig a: 'eceW ble 0 oe whreeae oa Same as Pittsburgh. 

I INS och 4 o.0-0-0 Wo veradlev saute Same as to Boston...... he Rast a'actlotacloyalraiestslelen Same as to Boston. 

Stanstead, Quebec..............ee0- Same as from Toledo to Boston................. Same as from Toledo to Boston. 
eA ee ee eee errr re re ee Same as Pittsburgh. 

TI, EES Bivchricbsesicsvccnsveceecustees da Do. 

Waverly, N. Y Do. 

Wayland, N. Y Do. 

{ i FROM YOUNGSTOWN GROUP 

EE Ty a hand nine eneakedeum 1 cent higher than Pittsburgh.................. 20 cents higher than Pittsburgh. 
I, cng +d ek depeayencnu 2 cents higher than Pittsburgh................- 40 cents higher than Pittsburgh. 
pe rey , ED A Fh og E55. boii 0 0 Wb nre'ols oc aS COs Same as Pittsburgh. 

Boston, MasS.........seeccescsece nts higher than Pittsbureh.............ee.e- 4 i : 
nutes Wh... 1.0... eee. (2 cents higher than Pittsburgh 0 cents higher than Pittsburgh 
CO TS obo bh nies cnvic dene } 

DIS 06 sb9 580 00% eeS sb eats PINS.) PRIOR « 3.6.6 865 0a 530: PKew vensuses Same as Pittsburgh. 

CR WOE odin okie 0's bis choc 00% J 

FIGT PEO, TO Hn osc cicnc ceca csi ¥% cent less than Pittsburgh.................000. 10 cents less than Pittsburgh. 
OS eee eee I A Rass. d's sca wiaic'sc0denendacesecs »--.8ame as Pittsburgh. 

Lexington, Va...... ate eee eeeeees RL gu Me Votes beterdhcatilnstedeinestoeeeo aaa 20 cents higher than Pittsburgh 
Sarr s 

Mount Morris, N.Y... ccc ccccsscus % cent less than Pittebungh.. ..... i ccccscvcccccswe 10 cents less than Pittsburgh. 
Newport News, V@........eseseeeeee SAMO. OS £0: LiGWMINGUIR, VO. osc0sssccccsscccsceve Same as to Lexington, Va. 

DUG MEE, Dis. 60:90 0sies 000d ddnecags 2 cents higher than Pittsburgh................- 40 cents higher than Pittsburgh. , 
Norfolk, V@.......-+sseeeeeeeeeees Te... o, cecekcnswacied Same as to Lexingt ’ 

Old Point Comfort, Va........... | Same as to Lexington, Vi ” ston, Va 
MIE I OE winia i oie :6'4 e660 teins ae avcie sii Te ee oe ee ee ee Same as Pittsburgh, 
PHEBESIORIE,. PG... .cceccscvcccecse ..2 cents higher than Pittsburgh................- 40 cents higher than Pittsburgh. 
POPEREAOUER« WOin ca ceccciccecciees ee ee ee Sees Same as to Lexington, Va. 
Punxsutawney, Pa@.......ccccccee eee TY SU Ee ee Same as to Rochester, N. Y. 
iE Gs, , 50.5 dans cbdes se ates Gams O86 26 TOTIRSCOR. Ve. isin nn ood este wiccebac Same as to Lexington, Va. 
Richfield Springs, N. Y..........2- 1 cent higher than Pittsburgh.................. 20 cents higher than Pittsburgh. 
ee SS) ee. aaa ae ooo COnt leas than Plitteburgh........cccececccrece 10 cents less than Pittsburgh. 
LS > i Se eee ..5ame as from Cleveland to Boston.............. Same as from Cleveland to Boston., 
Stanstead, Quebec............sseee Same as from Toledo to Boston................ Same as from Toledo to Boston. 
Syrmewse, N,V owis.n cise cece cccccsess ee er ere ee Same as from Pittsburgh. 

UCR, TW. Ye. ccs ccccvcccccvsevccces 4th and 5th class same as Pittsburgh; 6th class,10 cents less than Pittsburgh. 


% cent less than Pittsburgh 
Vee Te Fe oi cot sek onan .Same as Pittsburgh........... 
VG OE Bivncy ccs anvies ob Beneone % cent less than Pittsburgh.. 





Coe meee meee eee ee 


vikSidianaaliie since Same as Pittsburgh. 
RU Saiee aides oo et ood 10 cents less than Pittsburgh. 
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FROM MARIETTA AND ZANESVILLE GROUPS. 


Bea Ts Beis ki's i802 Fevew set evebe 3 cents higher than Pittsburgh.................. 60 cents higher than Pittsburgh. 
Baltimore, MG. ......ccccsccccccsecs 3% cents higher than Pittsburgh................ 70 cents higher from Pittsburgh. 
Boston, he occ bce <andedaaksaupe eli EE Stee oe oes SENT S cWensocedredsete wes tubevédves Do, 
BE SOE, Wes Zicicccs diccovoccaseeteocs GP fe dvavdacevandehodvedgbanerstddvarddseees Do, 
Bs ol 0 0-63-u.ccadode babe cess SAE. 8, Nida gates SRA aie Nain We ee hoe wre. re 0 6 oie Do. 
IE GR is 6 5 ob. dee 6 cwddedadices 2 cents higher than Pittsburgh*................. 40 cents higher than Pittsburgh, 
PE ES DE de ve cics ck bee Ob Cesee 1 cent higher than Pittsburgh................... 20 cents higher than Pittsburgh. 
, SR EA re re ee Sees . inre athe te co Datleg we mae de become oache Do, 
pS BOT Ore Columbus, Ohio, to Baltimore rates.............. Do 


*Fourth class, 3 cents higher than Pittsburgh. Will also apply on less-than-carload shipments of articles specified in 


special iron and steel list. 


From Marietta and Zanesville groups, the rates subject to 
the basis of 74 per cent of rates current from Chicago to New 
York City apply as maxima. 

On iron and steel articles classified fourth, fifth and sixth 
class, respectively, billets, pig iron and articles groups there- 
with: 

From Wheeling, W. Va., group to eastern base points named 
above, same as from Pittsburgh. E : 

From Conneaut Lake, Pa., Dunkirk, N. Y., Erie, Exposition 
Park, Franklin, Lynces Junction, Meadville, Oil City, Watsons 
Run, West Union and West Vernon, Pa., Pittsburgh rates, ex- 
cept that rates from Youngstown, Ohio, will be maxima. 

On iron and steel billets, pig iron and articles taking the 
same rates to Virginia cities from Ashland, Ky., and Ironton, 
Ohio, same as from Pittsburgh; from Columbus, Ohio, 20 cents 
per ton over Pittsburgh. 

ON BILLETS, PIG IRON setae TAKING SAME 
' R 

From— To— Rate bases. 
BRIOM, On. ce cccccccee 
Alliance, O........+. 

Ashtabula, O........ 
Barberton, O........ 
Cambridge, O....... 
Canal Dover, O..... 
Camtom, O....c.ccce- 
Cleveland, O........ 
Coshocton, O........ 
Dunkirk, N. Y...... 


ME, Gocicedceccves 
Brs®, PR. cccccccccces 
GRGRG, PEcicoccccces Harrisburg, Pa........ 
a hess cedees Milton, ee gE Og 
9 Oseewccveceves . . ms 
Lorain, O..0...1: BAY fermen Pet cont Baltimore. 
Mahoning and She- Sunbury. ee ee ard 
onetal ee en Williamsport, Pa..... 
Medina, Ohio........ 
Minera! Point, O.... 
ee. a eee 
New Comerstown, O. 
New Philadelphia, O. 
Omelds, O..ccccceses 
Orrville, O.......06% 
Painesville, O....... 
Ravenna, O........-. 
er Panoons Ladeves } 
eport, O....... 
Brien, Ovcececccce | Harrisburg, Pa......-- Baltimore, less 10 
Trondale, O......+ee. in ind. be b-d'08 606 cents per ton 
Martins Ferry, O... | Northumberland, Pa.. | (gross or net, as _— 
Mingo Junction, O.. }Steelton, Pa........... case may be), 
Smiths Ferry, O....| Sunbury, Pa.......... Wheeling, W. Va., 
Steubenville, O..... Williamsport, Pa...... to Syracuse, N.Y., 


Wellsville, O........ rates as maxima. 


To Cumberland, Md. 


On iron and steel billets, pig iron, tin ashes and articles . 


taking same rates, from points west of a line drawn from San- 





cieesiineeteetreeisteseitlinrniecsectinenscnaliguitiaemnannibictrciasiminysctcsitinbnnnibiiitss ainsi ae 
dusky, Ohio, through Kimball, Monroeville, Chicago Junction, 
Plymouth, Shelby, Mansfield, Mount Vernon, Newark and New 
Lexington, Ohio, through Corning and Athens, Ohio, to the 
Ohio River at Pomeroy, Ohio, to Cumberland, Md., 60 cents per 
ton, net or gross, higher than to Pittsburgh, Pa. 

Iron and Steel Billets, Pig Iron, Etc. 

Except from Cleveland, the Mahoning and Shenango Val- 
leys and other points basing on Pittsburgh, Pa., rates on pig 
iron, iron and steel billets, and articles taking same rates may 
may be computed as follows: 7 

When a basing rate per gross ton is established from Chi- 
cago, Ill., to New York, obtain rates from Chicago by ascer- 
taining the rate in cents per 100 pounds from Chicago to New 
York, using weight of 2,000 pounds per ton and retaining the 
actual fractions, after which apply regular percentage basis. 


XIll—To Canadian Points. 


To Canadian points mentioned below and points taking the 
same rates: 

From points east of Cincinnati taking Pittsburgh rates via 
Detroit to stations east of Toronto, through rates from Cincin- 
nati will be minima. . 

From points taking less than 78 per cent of Chicago to New 
York rates, 78 per cent point rates will be minima. 

From points taking percentages of Chicago to New York 
class rates, the following percentages of Montreal standard 
saaee, subject to Montreal rates as maxima to stations in direct 

ne: 
Classes and commodities. 
Under78 78per 79 to 100 Over 100 


pet. pet. pet. pet. 
_ To— Pet. Pct. Pct. Pct. 
Agincourt, Omt. ....-...-0- 
pO Pere 74 68 74 76 
Oshawa, Ont. ...... Ae ensteds 
OO are 80 76 80 84 
BE, SEE. wccececbesence 
PORATROED, CHE. ccccccecese 
Central Ontario Jct., Ont... 
TL ME, wtesseetssass 90 87 90 91 
Sharbot Lake, Ont. ........ 
DeOMNGG, GEE, occccccceccs 


GE. eb neweesiacs 
Live stock and dressed 
meats, carloads. 
78 79 to 100 Over 100 


pet. pet. pet. 
To— Pet. Pct. Pet. 
Agincourt, Ont. ....... dies eremnnoinid 
I ME 5Gila big ks pie be ada abwiee-e<:e 68 74 76 
RNS 9.6. Sad bin ind Ui bares dayele.eey oi 
IIE, MEIN. te diceraan tin. w.0cin Wienid biaga-enve 87 90 91 
ES aor nak cece gray rm aieiawimah abe 7} 
i ook load) «orcedcannar nds 
Central Ontario Junction, Ont....... 
TRS wdegan-ceavaleh ie ancn dae 96 96 96 
oy eS a ere ° 
Po a a ere re eo ere 
pe ee ert re ines 


Basis for live stock and dressed meats, carloads. 
From points taking— Rates, 


To— Class and commodity. 
Brockville, Ont. ......++- ae { ath ts 
Smiths ‘Falls, Ont. ecg Per eennnesre tenors 18 per cent and higher 
Carleton Junction, Ont...... Montreal standard rates 
iP vaicacasobonaed j Montreal standard rates ...........++++++: 
Ottawa, Os rom Chicago and other Illinois points ox $78 per cent and higher 


ocal), Que....... to New York, subject to rates to Boston 
Montreal (local), Q as maximum. From Ohio, western 
Pennsylvania, Indiana, and certain IIli- 
nois and Kentucky stations. 
Philadelphia rates, except from _ points 
taking less than 78 per cent of Chicago 
to New York rates, 78 per cent rates 
will be minima. subject to Montreal local 
rates as maxima. 
2 2 ae : classes. 


7. 
St. Johns, Que. .....---+++>: Over standard rates to Montreal, zy 


78 per cent and higher 


Montreal (export) ....-«++- 


cept as named in current tariffs and 
from points in Michigan, standard rates 
78 per cent and higher 


Sherbrooke, Que. ....+.-++: from points taking 78 per cent and over| 78 per cent and higher 


of Chicago to New York rates, rates to 
Boston will be maxima. 


Quebec (export) Que.....- New York rates, except from points tak- 
Kotst Levi (export) nue. :- ing less than 78 per cent of Chicago to 
St. John (export, N. B.... New York rates, 78 per cent rates will 
W. St. John (export), N. B. | be minima. 

1 cent per 100 pounds over St. John, N._ 
Halifax (export), N. S.....- B., export rates. } 


78 per cent and higher 


78 per cent and higher 


S, 2 sev ¢€.. 8: ¢. aes 
15 12 10%9 THE 
Om wow a votes. econ 
. ©} Wess rom points taking less than per cen 
eee, Seen of Chicago to New York rates, 78 per cent 
rates will be minima. 
13-3 4.6. 6 -clagses 
141210 8 6 6 


Guehee (local), Que.......- las per cent and higher 


oint Levi (local), Que....-|over Montreal rates 


Montreal rates. 


Montreal standard rates. 


Boston rates 


On live stock, New York 
rates. On dressed meats, 
Philadelphia rates. 


Boston rates. 


New York rates. 


St. John, N. B., export 


: cent per 100 pounds over 
rates. 


Peper eT weer pee ~ 
PNUD. PTS TET ee 2 


Boston rates. 
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ees 
18 iB 14 12 10 8 
ver rates to Montreal.f 


Cacouna, Que. tio 
0 


St. John (local), N 
McAdam =, 
Halifax (local), N. 


5 6 
Mulgrave, N. S.....cccesees 24 23 19 17 14 12 


ver mae rom, -t 


6 
paiencnrsil 28 28 22 19 16. 14 
over rates to Montreal.t 


4 6 
N. Bef. 2 8 16 14 12 10 
a ie =e ” oe oT 


Sydney, C. B.... 


*Applicable only on traffic destined to points in Newfoundland, 
7Rates on grain and grain products, carloads, to base points, viz.: 


classes 


classes 


classes 


classes 
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Over rates to Montreal. 


Sheep 
Horses. Cattle. and hogs. 


19 12 14 


23 14 16 20% 


26 16 18 23% 


Quebec and Point Levi (proper), Cacouna, St. John, Mc- 


Adam Junction, Halifax, Mulgrave and Sydney, sixth-class arbitraries, as shown above over Montreal local rates. 


PIG IRON, CARLOADS. 


Ohio. 


ellston, Colum- 
bus, South Co- 


lumbus, 


1. 


Louisville, Ky. 
Detroit, Mich. 
Cincinnati, Iron- 
ton, Jackson, 
Ewvansville, Ind. 
East St. Louis 


Chicago, IIl.: 


+ W 


5 
he Montreal Rates. 


- 


To— 


Agincourt, Ontario 

Myrtle, Ontario 

Oshawa, Ontario 

Cobourg, Ontario 

Lindsay, Ontario 

Peterboro, Ontario ~ 

Central Ontario Junction, Ont. 
Trenton, Ontario 

Sharbot Lake, Ontario 
Napanee, Ontario 

Kingston, Ontario 

Brockville, Ontario 

Prescott, Ontario 

Smiths Falls, Ontario 
Carleton Junction, Ontario.... 
Ottawa, Ontario 

Montreal, Quebec 

St. Johns, Quebec 
Sherbrooke, Quebec 


X1IV.—From- Memphis, Tenn. 


Percentages 0 


Montreal Rates. 


Boston Rates. 


Established arbitraries over rates from St. Louis, Mo. 
XV.—Differentials Via Break Bulk Across Lake Michigan. 


From west bank Lake Michigan ports via routes operating 
across Lake Michigan, break bulk rates may be the estab- 
lished differentials under the rates via all-rail routes. 


XVI.—Lexington Basis for Rates. 


Rates from Lexington, Ky., group, and proportional rates 
from Cincinnati, which are proportions of through joint rates 
from Lexington, Ky., may be continued on existing bases. 


XVII.—Lumber, Etc., From Cincinnati, Etc. 


On lumber and articlés grouped therewith, rates from Cin- 
cinnati and points in Ohio, West Virginia and Kentucky taking 
the same rates on lumber, may be proportions accruing north of 
Cincinnati of through joint rates from Lexington, Ky. 


XVill.—Lumber, Sash, Doors, Blinds, Etc., From Michigan. 


On lumber and articles takine same rates. carload, from 
points in the lower peninsula of Michigan: To New York City, 
2 cents under sixth-class rates. 

On sash, doors. blinds, etc., 
cents under fifth-class rates. 

To interior base points in New York and Pennsylvania and 
to Virginia points, bases as provided herein for class rates. 


X1IX.—Commodity Rates Same as Class Rates. 


Specific commodity rates which are now the same as the 
class rates from and to the same points may be increased the 
same amounts as such class rates are increased. 


XX.—Commodity Ratés Not Subject to Basing Rate, Chicago to 
New York. 


Commodity rates not made subject to a basing rate from 
Chicago to New York may be increased 5 per cent from each 
point of origin from which published to New York, and the 
rates to other eastern basing points may be based thereon. 


XXI.—Brick, Clay, Etc. 


On brick. clay and-artieles grouped: therewith in present 
tariffs to points in Central Freight Association territorv and 
Illinois and on'the Mississippi River, rates from western Penn- 
sylvania, West Virginia, central, southern and eastern Ohio, 
and the Ashland. Ky., group may ‘be the established differentials 
under Pittsburgh. ’ 


XXIi.—Computing Rates Per Ton. 


Rates per ton may be increased on basis per 100 pounds, 
using 2,000 pounds as the ton. 


carload, to New York City, 3 


SUSPENDED TARIFFS 


THE TRAFFIO SERVIOE NEWS BUREAU, 
Colorado Building, Washington, D. CO. 


January 7, in I. and S. No. 516, the Commission fur- 
ther suspended from January 13 until July 13 the follow- 
ing tariffs: 

Childers—I. C. C. No. 1. 

The Wheeling & Lake Erie Railroad Co., W. M. Dun- 
can, receiver; the Lorain & West Virginia Railway— 
W. & L. E. I. C. C. No. 994. 

The suspended tariffs contain new regulations and 
charges for the transportation and disposal of slag, ashes 
and other refuse material, in carloads, when delivered 
to the B. & O. and other carriers, at points in Ohio, 
Pennsylvania and West Virginia. They were previously 
suspended from September 15 and 20 until January. 13. 

January 7, in I. and S. No. 517, the Commission fur- 
ther suspended from January 13 until July 13 I. C. C. No. 
11653. The suspended tariff increases rates on onions, 
Cc. L. and L. C. L., from various points of origin to Pine 
Island, N. Y. It was originally suspended from September 
15 until January 13. 

January 9, in I. and S. No. 581, the Commission sus- 


-pended until May 10 schedules in tariffs indicated to 


become effective as stated: 

Chicago & North Western—First Revised Page No. 
33, Third Revised Page No. 34, Second Revised Page No. 35, 
Third Revised Page No. 42, First Revised Page No. 45 
and Second and Third Revised Pages No. 46 of C. & N. W. 
I. C. C. No. 7447, effective January 11. 

Chicago, Burlington & Quincy—C. B. & Q. I. C. C. 
No. 11203, effective January 11. 

Chicago Great Western—Sup. No. 18 to C. G. W. 
I. C. C. No. 4744, effective January 11. 

Chicago, Milwaukee & St. Paul—Sup. No. 26 to 
& St. P. I. C. C. No. B-2592, Sup. No. 27 to C. M. & 
I. C. C. No. B-2592, Sup. No. 28 to C. M. & St. P. I 
No. B-2592, effective January 10. 

Hosmer—Sup. No. 25 to I. C. C. No. A-422, effective 
January, 10. 

The schedules increase commodity rates applicable 
on traffic moving between La Crosse, Wis., and St. Paul, 
Minn., and other points. The present and proposed rates 
from La Crosse to St. Paul are as follows: 

Commodities Present Proposed Advance 
Agricultural implements 14,2 4,2 
Banana crates 40.0 4.0 

er 12.6 2.6 
Clam shells 3 6.3 3 
Eave troughs . 15.8 1.8 
Excelsior .. 9% 2.0 
Iron roofing 13.4 7.4 
Linseed oil .... 12.6 2.6 
Paper, building . - - T% 10.0 2% 
Wagons, bobsleds ............. 8.3 14.2 5.9 
Wagon stock .......-...eeeeee 83 111 2.8 


Cc. M. 
St. P. 
Cc. C 


-++e 10.0 


eeeeeee 
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January 9; in I, and S. No. 577, the Commission sus- 
pended from January 10 until May 10 schedules in South- 
ern Railway I. C. C. A-6488. They increase commodity 
rates on cotton sweepings, motes and card strippings, 
carloads and less, from approximately 150 points of origin 
in North and South Carolina, to La Grange, Ga. The 
present and proposed rates from Asheville and Charlotte, 
N. C., are as follows: 


Present Proposed 
C.L. L.C.L. C.L Inc. L.C.L. Ine. 
EE <3). vac ectvas 24 24 24 0 28 4 
CNS bcc isaeene 20 20 24 4 28 8 


January 12, in I. and S. No. 444, the Commission fur- 
ther suspended from January 13 until July 13 schedules 
in the following tariffs: 

The Atchison, Topeka & Santa Fe—I. C. C. No. 2340. 

Toledo, St. Louis & Western—I. C. C. No. 1296, Sups. 
Nos. 1, 2 and 3 to I. C. C. No. 1296. 

The Trinity & Brazos Valley—I. C. C. No. 248. 

The schedules contain provisions affecting the trans- 
portation as baggage of trunks or other rigid containers 
of certain shapes, the operation of which was suspended 
from September 15 and.29 and October 10 until January 13. 

January 12, in I. and S. No. 562, the Commission va- 
cated its order of December 12 suspending Supplement 
No. 1 to Hosmer’s I. C. C. No. A-537, item No. 1165-A, on 
page 5. The order reinstates that item as of January 15. 
It relates to fresh meats and packing-house products from 
St. Louis, Chicago and other points to New York and 
other eastern points. 

January 12, in I. and S. No. 555, the Commission va- 
cated and set aside as of January 14 that part of its 
ninth supplemental order of December 30 as pertains to 
Supplement No. 3 of Leland’s I. C. C. 1066, item No. 3680a. 


TAP AND INDUSTRIAL LINES 


THE TRAFFIO SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Reappearance of the tap-line and industrial railways 
questions is expected soon because negotiations between 
the industrial roads and the trunk lines, it is understood, 
have gone to the point where either there will be an 
agreement as to divisions or an appeal to the Commission 
to have it fix divisions. 

The commission, in its supplemental report on the 
industrial railways report, on November 6, gave the per- 
mission to negotiate for allowances to the short roads, and 
the understanding is that there was no loss of time in 
the arranging of conferences. 

New York, Pennsylvania and Ohio, long before the 
federal body modified its order, and [linois, since then, 
have recognized the industrial roads as common carriers 
entitled to,make bargains with the trunk lines for a divi- 
sion of the rates, and, so far as intrastate shipments are 
concerned, the status of the short lines is the same as 
it was before the Commission’s report in No. 4181. ; 

The southern states in which there are tap lines 
recognized their common carrier character as soon as the 
Commission made its first report holding that payments 
to tap lines were illegal because, among other things, 
many of them were not even incorporated. That state- 
ment caused their owners to apply for charters. No ob- 
jection was made to the incorporation of any of the lines. 
In fact, Louisiana, in the constitution of 1898, took steps 
to encourage the construction. of such railroads, on the 
theory that they would tend to. develop the resources of 
the state. The constitution exempted such roads and in- 
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dustrial establishments for the first ten years of their 
lives. About 1,800 miles of railroads received the benefit 
of the exemption, so Louisiana, in her intervention in the 
tap-line cases, alleged and set forth the fact that it was 
her policy to encourage the development of her resources 
by allowing the lumber roads to incorporate as common 
carriers. That state further declared that the lumber 
roads, by assuming the obligations of common Carriers, 
made it possible for their owners to prevent the devel- 
opment of lumbering industries in competition with their 
own operations. The lumber roads, having been incor- 
porated to get the benefit of the tax exemption, were 
forced to carry lumber for everybody who could raise 
money enough to erect a mill and find a market for the 
lumber. 

Missouri, to enable shippers in the southern part of 
the city to get their freight to trunk lines and to get a 
terminal system not under the control of the Terminal as- 
sociation, encouraged the brewers to incorporate their 
industrial railroads and assume the obligations of common 
carriers. 

A supposedly damaging fact set forth in one of the 
tap-line reports was that the lumber roads had been in- 
corporated for the “sole purpose of getting divisions.” 
That argument was dropped when Luther M. Walter, at- 
torney for some of the tap linés, remarked that he had 
never heard of any railroad being incorporated for any 
purpose other than that of getting money for such serv- 
ices as it might perform for shippers or for other railroad 
companies. . 

When the trunk lines canceled tariffs showing indus- 
trial roads to be connecting carriers, the state commis: 
sions of New York, Pennsylvania and Ohio held hearings 
with regard to the proposed severance of relations between 
them and the trunk lines in which the question as to 
what constitutes a common carrier was gone into in a 
thorough way. The state commissions reached the con- 
clusion that a common carrier is one that offers to carry 


for hire and assumes the obligations of a common carrier, 
regardless of the amount of business done or for whom. 


That was the substance of the decision of the United 
States Supreme Court when it disposed of the tap-line 
cases; in nearly every report the Commission dwelt much 
upon the fact that most of the tonnage carried by the 
tap and industrial lines was that furnished by the mills 
of those who also owned or controlled the railroads. The 
court said, in effect, that the test of whether these rail- 
roads are or are not common carriers is not the amount 
of business they do, but the right of the public to demand 
and receive service from them. 

When the Commission comes to consider whether the 
division of rates agreed upon by the trunk and industrial 
lines will or will not constitute a rebate to the propri- 
etary interest the groundwork for further litigation, it 
is believed, will be laid. If the Commission insists upon 
divisions so low that the cost of rendering the service 
cannot be paid, it is believed possible that the courts 
will issue injunctions forbidding the enforcement of the 
order, if the aggrieved industrial road can show that a 
trunk line is willing to pay so much that the corporation 
owning the industrial road can continue to live and pay 
its bills. 


COMPLAINT DISMISSED. 

The Interstate Commerce Commission, at the request 
of the complainants, has dismissed No. 6925, Iola Cement 
Mills Traffic Association et.al. vs. Atchison, Topeka & 
Santa Fe et al. : 
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CO-OPERATION WITH CARRIERS 


President Wilson, of Traffic League, Explains 
True Meaning of the Phrase—Applied to 
Present Demands for Increased 
Freight Rates 


(Address by H. G. Wilson, president of the National Industrial 
Traffic League and Traffic Commissioner of the Traffic 
Bureau of the Toledo Chamber of Commerce, made at the 
annual session of the National League of Commission Mer- 
chants at Detroit, January 14.) 


The subject which has been assigned to me, ‘“Co-opera- 
tion with Carriers,” is one which has been given expres- 
sion in one way and another for the past several years, and 
I approach its consideration with considerable of fear that 
I will not be able to do the subject justice. It seems, in 
the past, that the meaning of this word, “co-operation,” 
used in this connection varies according to the views of the 
particular individual making use of it, but it seems to me 
that we have come to that point in our relations with the 
railroads when we should seriously endeavor to more 
clearly define the true meaning of this expression. 

I earnestly hope that whatever I may have to say on 
the subject will not be considered as adverse criticism of 
the views, expressions or activities of any of those who 
have previously discussed this subject, and we all know 
that is discussion has been participated in from coast 
to coast, and from the extreme northern to the extreme 
southern part of this country. 

The National League of Commission Merchants is an 
organization which may properly and seriously consider 
this subject; the membership being composed of those 
who have daily direct contact with the transportation 
business of this country, and being national in its scope, 
is not confined to any particular section, and I am con- 
strained to believe that it is by the earnest, serious thought 
of men in organizations of this kind through which we can 
hope to see clearly the way we must undoubtedly go in the 
future. 

“Co-operation with the Railroads,” as an expression 
was first evolved by the representatives of the railroads 
themselves, aS near as My memory serves me, but co- 
operation between the ruilroads and the shipping public, 
as a fact, was first practiced by the shippers themselves. 
The time was, of course, when the effort toward co-opera- 
tion on the part of the shipper was individual and during 
that time when the individual: was seeking his own selfish 
interests without regard to the interest of his associates 
in the same or other lines of commence. Fortunately, I 
believe, for all, that time has passed and the co-operative 
efforts are now to be. fostered by the shipping public 
through organizations. such as this and many other asso- 
ciated industrial organizations, and particularly by the or- 
ganization of which I have the honor to be the president at 
this time—the National Industrial Traffic League. This 
latter organization has accomplished some very efficient 
results since its organization through co-operation with 
the carriers in a way that has demonstrated the advisa- 
bility of organization and the good that is to be accom- 
plished through organized effort of individuals seeking the 
same general results, 


Railway Business Association. 


As an organization, perhaps the best illustration of 
accomplishments along that line is seen in the results. ob- 
tained by that organization known as the Railway Busi- 
ness Association, which, as you all know, is primarily an 
association of concerns engaged in the production and 
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distribution of railway materials, equipment and supplies; 
that organization, starting a little more than four years ago, 
has succeeded, by bringing together active, aggressive 
competitors in the same general lines of activity, in chang: 
ing the public sentiment from one of opposition to railway 
interests to a pretty firm belief, certainly by the thinking 
men of the country, that the laborer, as represented by the 
common carrier, is worthy of his hire. There are, of 
course, thousands of earnest, thinking men in this coun- 
try, not engaged in railroad business, who did not have to 
have their views changed, because their views were al- 
ways in favor of a fair compensation for the service per- 
formed, and I take pleasure in saying that I believe that 
this feeling is particularly true among the individuals 
composing the membership of the association which I rep- 
resent, and I also believe that a large majority of the 
business men of the country have always henestly held 
the same view, but many have been influenced otherwise 
by one reason and another. 


Organization, on the whole, is perhaps the most ef- 
fective means of accomplishing any object. This great 
country of ours is no more nor less than an organized 
party of free, intelligent people to govern themselves 
without the intervention of any of the divine right advo- 
cates, and perhaps commercial and industrial organiza- 
tions such as the National League of Commission Mer- 
chants and the National Industrial Traffic League, and 
many others that could be enumerated, might well and 
safely adopt as their emblem that of our country, “E. Pluri- 
bus Unum.” Then certainly, if organization means any- 
thing, it means trength in unity of action. i 

Going back, particularly to the subject of my discourse, 
“Co-operation with the Carriers,” to accomplish substan- 
tial results must also be read, “Co-operation of the Car- 
riers.’ Unfortunately, for a good many reasons, and I 
think particularly unfortunate for the carriers themselves, 
has been the fact that there has not been real “co-operation 
of the carriers.” I don’t question the fact that the individ- 
ual representatives of the carriers may honestly be of the 
opinion that they have in the past endeavored to give to 
us, the shippers, real co-operation, but the trouble is that 
their efforts have almost invariably been confined to en- 
deavoring to secure co-operation of the shipping public 
with them to accomplish a thing which the carrier itself, 
perhaps unconsciously and selfishly, desired to accomplish, 
and right here it is not amiss to say that many of these 
desired accomplishments have been evolved in the organ- 
ized ‘counsels of the railroads; that through their various 
committees, although presumably competitors, for the same 
lines of traffic, they have succeeded in so closely asso- 
ciating themselves together that their consultations may be 
said to take the shape of a meeting of a close corporation; 
where, in executive sessions, they have decided that for 
the good of the carriers themselves, certain things must be 
done, and not infrequently these things have only one ob- 
ject in view, and that is, to increase their returns, and the 
lines of activity undertaken by them with this object, 
have not infrequently been such as to appear to be ex- 
cessively burdensome to the public, and then they would 
endeavor to induce the shippers to agree with them, or as 

~it has. been expressed, to co-operate with them to bring 
about these things. And because the shippers could not 
bring themselves to believe that what the railroads were 
asking would be the right and fair thing for théir business 
and therefore could not agree with the railroad, the cry has 
gone abroad, in many cases, that the public failed or re- 
fused to co-operate with the railroads; and, on the other 
hand, it has not infrequently happened that individual 
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shippers, or groups of shippers, have sought to have the 
railroads do for them certain things which the railroads 
could not properly do, and so the gospel of co-operation has 
been preached in a faulty manner. 

, Real Co-operation. 

I have recently been giving some study to this sub- 
ject in preparation for this occasion. I have been search- 
ing diligently the expressions of many men in high places 
in an effort to put my finger on some thought which would 
enable me to give to you a message as to real co-operation. 
During the past two months there have been many ad- 
dresses delivered on the general subject of the attitude 
of the public toward the railroads, and in that same 
time there have been numerous arguments published and 
given wide distribution. Some of these addresses have 
been by prominent railroad men; some have been by men 
engaged in other lines of business activity, and some by 
men of affairs, of national prominence. All of these ad- 
dresses or publications which have come to my atten- 
tion I have searched diligently for some new thoughts. 
I have sincerely tried to approach this subject with a 
mind free from bias of any kind, and in the position which 
I occupy and from which I obtain that compensation which 
enables me to pay my rent, buy clothes, etc., I can be, 
and believe I really try to be, absolutely impartial. I 
try to seek and find what is the right thing to do as be- 
tween the carrier and shipping public, and when I find what 
I believe to be the right thing, I endeavor to bring that 
thing about regardless of how it may appear to others. I 
take the position that the traffic commissioner for a com- 
mercial organization cannot properly do otherwise. It 
is his duty to study these matters and to advise his con- 
stituents and the railroads as to what is right and fair 
for both, without fear or favor. In following this line, it is 
true that he is sometimes called upon to decide matters 
adversely to what his immediate supporters may seem to 
think is for their best interests, but speaking from a rather 
active experience of eight years in this kind of work, dur- 
ing all of which time I have endeavored to follow this 
policy, I am glad to say that I cannot recall one instance 
where a feeling of this kind was of more than temporary 
duration, and so in reading these various speeches and 
publications to which I have referred, I have endeavored 
to do so with but one thought, and that was to find an ex- 
pression which would help me, and which I hoped would 
help you to show us the way by which real co-operation 
could be accomplished. I have little or no personal ac- 
quaintance with the authors of any of the aforesaid speeches 
or publications, and so the personal equation certainly has 
not entered into the matter, but it appeared to me that the 
best expression on the subject is found in the address of 
Mr. Warren G. Harding, delivered at the annual dinner of 
the Railway Business Association in New York City, on 
December 10, 1914, in which he uses these words: 

“There are two things to commend to the public, to 
railway managers, to members of the railway business asso- 
ciation. One is simple honesty, the other is greater in- 
timacy—the fullnes of understanding between the railway 
management and the public served.” 

Honesty and Intimacy—Someone has said there are 
degrees of honesty, but I question that statement. Hon- 
esty is a straight road. You can see all the way and the 
fences on both sides. There are no side entrances nor 
exits. It is well defined in the oath frequently adminis- 
tered: “The truth, the whole truth and nothing but the 
truth.” 

Difficulties in the Past. 

The difficulties of our proposition in the past, I am 

afraid, have come largely from our misconception of this 
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old-fashioned term. Have we, as shippers, been honest 
with the railroads; have the railroads been honest with 
us, in that sense which has told the other at all times 
“the truth, the whole truth and nothing but the truth?” 
Intimacy, in the sense used by Mr. Harding, means knowl- 
edge, “the fullness of understanding between the railway 
management and the public served.” The volume of the 
railroad business and the magnitude of the transportation 
problem of the country are so great that it is exceedingly 
tedious, although neither impractical nor physically impos- 
sible, to get down to that detail which of necessity must be 
observed if we are to have that intimate knowledge or 
fullness of understanding between these two interests. 

There is no question in my mind, and I believe there is 
no question in the mind of any man of affairs, that if the 
shipper thoroughly understands two things, first, the neces- 
sity of the railroads, and, second, the honest accounting for 
returns already received and expenses thereof, he will un- 
questionably be willing to accord to the carrier that sup- 
port which this honest knowledge demonstrates is re- 
quired. There is no man engaged in business of any kind 
who wants to see that business destroyed, and there cer- 
tainly can be no man, or set of men, who, for the mere 
purpose of selfish interest, would see destroyed an activity 
which is so necessary a part of our commercial existence. 

We are a commercial nation. We must have the 
products of the farm, field and factory transported from the 
place where they are produced to the place where they are 
required. These transportation lines are nothing more 
nor less than public highways, They must be maintained. 
The maintenance of public highways is a governmental 
function, and which the government, the people—because 
the government is the people—must maintain. Govern- 
ment can and does delegate this maintenance to others. I 
believe if government itself maintained these highways, 
government could not properly make any charge for their 
maintenance over and above the cost, but as long as gov- 
ernment delegates this task to others, as is the case 
with the railroads, the public highways of this country, 
then those to whom that maintenance is delegated must 
be entitled to a fair return for their activities. 


It is proper that government should regulate these 
properties to the extent of seeing to it that these “farmers 
of transportation” do not exceed that fair return, but 
with this regulation certainly there must be a further 
obligation on the part of the government, and that is to see 
that they do get a fair return, otherwise the regulation 
would not be fair either to the public or the the farmers 
of transportation, because the public is entitled to proper, 
efficient and economical transportation service, and if the 
farmers of transportation are so restricted as to compen- 
sation, the result will be one of two things, either the 
transportation will deteriorate to inefficiency or will be 
destroyed altogether. If it is inefficient, or if it is de- 
stroyed, the public is deprived of a necessary thing to 
which it is entitled. 


Increased Freight Rates. 


And this brings us again to co-operation. The country 
has just passed through a period of investigation and is 
just entering upon another period of investigation and 
examination of relations with carriers which will perhaps 
be more strenuous and disturbing than the one just closed. 
As a result of the recent rate decisions, the services per- 
formed by the carriers are being investigated, or will be. 
In many instances the carriers are endeavoring to make 
charges for services which have heretofore been performed 
free. In other cases they are endeavoring to increase 
charges for services for which some charge has heretofore 
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peen made. These efforts will more or less disturb trans-— 


portation conditions. ‘The efforts being made will be care- 
fully analyzed and investigated by the properly consti- 
tuted authorities. . The carriers’ will be before these au- 
thorities making their showings. In many instances the 
shipping public will also be before these authorities mak- 
ing their showings. Some of us, no doubt, will be most 
persistent in attempting to retain that which we now have. 
Some of us may be found seeking to get something which 
we have not heretofore had. The question is, Shall there 
be or will there be a greater honesty between each other or 
a more intimate knowledge of the exact facts as to each 
other’s affairs than there has been heretofore? With 
proper and right co-operation between the diverse interests, 


I think we should all be able to present our matters so. 


that the properly constituted authorities acting, as I be- 
lieve they always desire to act, can reach conclusions 
which will be safe for all of us, but in my judgment it is 
not enough for a railroad merely to set up a demand that 
it must have more revenue, without showing the honest 
fact, nor do I think it is enough for the shipper to insist 
that he must have a service performed free simply be- 
cause he has always had it. 

An instance of lack of this exact knowledge and what 
might be termed exact honesty recently came to my at- 
tention. Where a group of railroads were asking that the 
shipping communities in a certain state should join with 
them in asking a legislature to repeal a two-cent passenger 
fare law on the ground that those railroads were not earn- 
ing sufficient money to justify their passenger operations, 
and yet this group of railroads was unable to, or at least did 
not know, or, if they did know, refrained from stating 
what their passenger earnings in that state were under the 
present rate, or what their passenger service cost them, 
or what additional passenger revenues were required. 

This, in my judgment, is a lack of that “fullness of 
understanding” between the railway management and 
the public that is advocated by Mr. Harding, and a failure 
to make public those facts may of itself deprive the rail- 
roads of something they may really need, because the pub- 
lic should not be asked to buy a “pig in a poke;” they should 
be made fully aware of all the facts, and so in speaking of 
co-operation [ mean not only that the efforts of the public 
should be directed toward giving the railroads what they 
ask for, but that the efforts of the railroads should be di- 
rected also toward giving to the public that exact knowl- 
edge, not only of what they want or need, but why they 
want it or why they need it. . 


TRAP CAR HEARINGS 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Hearings will be held by Examiner Attorney Brown 
on the trap or ferry car service charges, I. & S. docket 
No. 545, at the places and dates as follows: Detroit, 
March 1; Cleveland, March 3; Buffalo, March 5; Phila- 
delphia, March 8; Pittsburgh, March 11; Cincinnati, March 
15; St. Louis, March 18; Kansas City, March 22, and Chi- 
cago, March 25. 

The perplexing questions which will arise in connec- 
tion with these hearings on the suspended trap-car tariffs 
are indicated in a complaint filed with the Interstate Com- 
merce Commission January 14, by the Wilson & Bennett 
Mfg. Co., Clearing, Ill, against the Belt Ry. Co. The 
complaint deals with a shipment of cabinet oil tanks, 
pumps for oil tanks and iron and steel drums from the 
complainant’s plant at Clearing in trap cars, which were 
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switched to the railway company’s loading platform at 
Clearing. 

The railroad has in effect a trap-car tariff providing a 
charge of $1 per car, weighing from 9,000 to 9,999 pounds, 
with a dollar added for each 1,000 pounds less down to 
5,000. On a car containing less than 5,000 pounds the 
charge is $6. The complainant points out that it was 
charged $40 for transferring these shipments carried in 
eight cars, ranging in weight from 4,700 to 7,000. The 
company asserts that all the cars were completely filled by 
it and that it is impossible to get 10,000 pounds of tanks 
info one car because of the space in the interior of the 
car for these tanks, which cannot be used. 

The complaining company states that it has labored 
under the impression that as long as it filled the cars there 
would be no charge for transfer. It contends that railroad 
companies receive a much higher revenue from its goods 
than they do from lower classes of goods, which very 
easily make up the required weight in a trap car. Attack 
is made upon the basis by which these rates are assessed 
and the complainant contends that when it loads a car with 
as much of its products as it can possibly get into it, 
there should be no charge for switching. Reparation as to 
the $40 is sought. 


COMMISSION AND TARIFF 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 
The Fort Worth Freight Bureau thinks it is the busi- 
ness of the Interstate Commerce Commission, among 
other things, to see to it that the benefits intended to be 
conferred by changes in the customs tariff law shall 
inure to shippers and consumers, rather than to common 
carriers. In 1909 the citrus fruit growers of California 
expressed a similar belief. The Commission, in the com- 
plaint of the citrus fruit people, remarked that Congress. 
intended that the California lemon growers should have 
the benefit of a higher tariff rate against the Sicilian 
grower. 


For that remark the Commerce Court enjoined the 
order of the Commission. The latter rewrote its opinion, 
leaving out’ all reference to the customs tariff, and the 
rate was put down so that the Californians got some 
of the benefit Congress intended to confer. The Com- 
merce Court said that the Commission had nothing to 
do with the enforcement of the customs tariff law. 


The Fort Worth complaint is by those who have been 
dealing in imported grain. They appear to have an idea 
that Congress, by putting grain on the free or much 
reduced list, intended to confer a benefit on them. Noth- 
ing is said about the ultimate consumer. The point is 
made that the railroads have increased the rates on 
imported grain from Texas ports to Texas destinations 
50 per cent, thereby assuming to reap the benefit of the 
tariff reduction for themselves. The complainants think 
that that makes the rates unreasonable, especially in 
view of the fact that rates on import stuff are usually 
lower than on the domestic article. The rates against 
which they complain went into effect last September. 





REPARATION AWARDED. 


‘John Jacob Astor, a coal dealer at Chaffee, Mo., has 
received an award of reparation for $83.81 against the 
St. Louis & San Francisco and others, on account of rates 
on coal from Marion and other points in Tennessee to 
Chaffee. 


' 
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SUPREME COURT DECISION 


Kentucky Commission Sustained in L. and N 
Case Involving Maximum Freight Rates 





No. 546—October Term, 1914. 


Louisville & Nashville Railroad | 
Co., Appellant, vs. Laurence B. | 
Finn, Green Garrett, and William 
Klair, individually and as con- 
stituting the Railroad Commis- | 


Appeal from the Dis- 
trict Court of the 
United States for 
the Eastern Dis- 


sion of Kentucky, et al, trict of Kentucky. 


Y 


[January 5, 1915.] 
Mr. Justice Pitney delivered the opinion of the court. 

This case was here on a former occasion (Louisville 
& Nashville R. R. Co. vs. Garrett, 231 U. S. 298), when 
am order denying a motion for an interlocutory injunction 
was affirmed. The suit was brought by the railroad com- 
pany to enjoin the enforcement of two orders made Aug. 
10, 1910, by the Railroad Commission of Kentucky, one 
of which prescribed maximum rates of freight upon cer- 
tain intrastate traffic, and the other awarded specified 
amounts in reparation for payments previously exacted by 
the carrier for freight transportation in excess of the 
rates thus established by the commission as reasonable. 
One of the grounds of attack upon the rate order was 
that the commission had acted arbitrarily, in that there 
was no evidence before it tending to establish that the 
rates which the company had maintained were unreason- 
able. Upon the former appeal we held that since it ap- 
peared that there had been a hearing before the com- 
mission with evidence adduced on each side, and since 
this was not produced before the court, the general alle- 
gations of the bill respecting the effect of the evidence, 
and the statements contained in the affidavits submitted 
upon the application for injunction, were insufficient to 
justify the court in enjoining the rates upon the ground 
that the commission either had denied the hearing which 
the statute contemplated, or by its arbitrary action had 
been guilty of an abuse of power. With respect to the 
reparation order we sustained the action of the court 
below in declining to determine its validity, upon the 
ground that the persons in whose favor the award was 
made had not been brought in as parties. 

After our decision, appellant filed an amended and sup- 
plemental bill bringing in as defendant the parties in 
whose favor reparation was awarded, stating with more 
particularly the grounds upon which that order was at- 
tacked, and, ‘with ,respect to the rate order, setting out 
as an exhibit a transcript of the evidence introduced be- 
fore the commission. Upon this amended and supple- 
mental bill appellant again moved for an interlocutory 
injunction. The motion was heard before three judges, 
under section 266, Judicial Code (36 Stat. 1162, ch. 231), 
the application for injunction was denied (214 Fed. 465), 
and the case comes here by direct appeal taken pursuant 
to the provisions of the same section. 

The jurisdiction of the Federal Court was invoked 
because of questions raised under the Constitution of the 
United States, and not because of diversity of citizenship; 
but it extends, of course, to the determination of all ques- 
tions presented, irrespective of the disposition that may be 
made of the Federal questions, or whether it is necessary 
to decide them at all. Ohio Tax Cases, 232 U. S. 576, 
587, and cases cited. 

The action of the commission was based upon Ken- 
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tucky statutes: section 816, defining what shall be deemed 


’ extortion by a railroad corporation in charging toll or com- 


pensation for intrastate transportation; section 820a (the 
“McChord Act’), authorizing the commission, upon coni- 
plaint made against a railroad company for charging ex- 
torionate freight or passenger rates, to hear the matter 
and, if it determines that the company has been guilty 
of extortion, then to establish a just and reasonable rate 
for services thereafter to be rendered; and section 829, 
authorizing the commission to hear and determine com- 
plaints under section 816 and to render such award as 
may be proper. 

It appears that for many years prior to March 25, 
1910, the railroad company had voluntarily maintained spe- 
cial rates for the transportation of corn, rye, barley and 
malt, and empty barrels, boxes, etc., from three points 
of origin upon the Ohio River—Louisville, Covington and 
Newport—to points of destination in the interior of the 
state; these rates being allowed only to owners of dis- 
tilleries, when the commodities in question were used as 
raw materials or supplies. On the date mentioned, the 
carrier withdrew these special rates and substituted what 
are described as the “standard rates,’ being the same 
that had been theretofore charged to others than distil- 
lers. Thereupon numerous distillery companies com- 
plained to the commission, insisting that the new rates 
were exorbitant and that the former rates were just’ and 
reasonable. After a hearing the commission sustained 
the contention of the petitioners and established the maxi- 
mum rates now in question, these being the same as the 
speeial rates, which, prior to March 25, 1910, the carrier 
had given to the distillery companies; but by the com- 
mission’s order they were made to apply to the commodi- 
ties mentioned, without regard to the use that was to 
be made of them. 

The McChord Act, under which the rate order was 
made, is set forth in Siler vs. Louisville & Nashville R. R. 
Co., 213 U. S. 178. It provides for notice to the carrier, 
stating the nature of the complaint or matter to be in- 
vestigated, and the time and place of hearing it, and re 
quires. the commission to hear such statements, argument 
or evidence offered by the parties as the commission may 
deem relevant. Section 829 likewise requires notice of the 
hearing to be given to the company; the evidence is to 
be reduced to writing together with the award, and they 
are to be filed in the office of the clerk of a designated 
court, and a summons is to be issued requiring the com- 
pany to appear and show cause why the award should not 
be satisfied. If the parties fail to appear, judgment is 
rendered by default; but if trial is demanded, the case 
is to be tried as ordinarily cases are, except that no evi- 
dence shall be introduced by either party other than that 
heard by the commission or such as the court shall be 
satisfied could not have been produced before the com- 
mission by the exercise of reasonable diligence. The 
judgment and proceedings thereon are to be the same as 
in ordinary cases. Since the case was here before the 
Court of Appeals of Kentucky, in Illinois Central R. R. 
Co. vs. Paducah Brewery Co., 157 Ky. 357, has passed 
upon section 829, upholding its validity under the state 
and Federal constitutions, and construing it as authorizing 
the commission to award reparation in money. 

The contentions now made by appellants are reducible 
to two; first, that the rate order is invalid because not 
supported by substantial: evidence; and, second, that the 
reparation order is invalid for the same reason, and also 
because the statute pursuant to which it was made vi0- 
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lates the “due process” clause of the Fourteenth Amend- 
ment. 

To deal first with the rate order. In cases arising 
under the Interstate Commerce Act, the provisions of 
which contemplate an investigation or inquiry conducted 
with some formality, followed by a written report and de- 
cision as the basis of the orders, it has been repeatedly 
held by this court that an administrative order made in- 
disputably contrary to the evidence, or without any evi- 
dence, must be deemed to be arbitrary, and therefore sub- 
ject to be set aside. Int. Com, Comm. vs. Union Pacific R. 
R., 222 U. S. 541, 547; Int. Com. Comm. vs, Louisville & 
Nashville R. R., 227 U. S. 88, 91, 92. It is contended that 
the “due process” provision of the Fourteenth Amendment 
imposes a like rule of procedure upon the states with re- 
spect to their exercise of the legislative power of rate- 
making. 

We find it unnecessary to pass upon this question. 
The McChord Act, like the Interstate Commerce Act, con- 
templates that the commission bases its determination 
upon the evidence adduced before it; and it may at least 
be assumed that the rate order must be held invalid unless 
it was founded upon substantial evidence. But we agree 
with the court below that there was substantial evidence 
to support the order. At the hearing, a Mr. Goodwyn was 
produced by the company, and made a statement of the 
facts.in its behalf—not under oath, but it was received 
as evidence in behalf of the company—in substance that 
the special rates maintained prior to March 25, 1910, had 
been introduced more than thirty years before in order 
to encourage the distillery business along the line of the 
railroad; that the rates were not raised when the busi- 
ness of the distilleries became prosperous, but were con- 
tinued as long as the railroad company could continue 
them with justice to itself, that is to say, to the point 
where prosecution was threatened by the Interstate Com- 
merce Commission for alleged discrimination, and that in 
order to remove the discrimination the company had 
raised the rates charged on grain for distillery purposes in 
order to make them correspond with those charged on 
grain used for other purposes. These grain rates were the 
chief bone of contention. There was some other evidence, 
but not very much that bore directly upon the question 
of the reasonableness of the rates; but it should be said 
that full opportunity was afforded to the railroad com- 
pany to adduce such evidence as it desired. And since it 
appeared that the company, long prior to March 25, 1910, 
had voluntarily established the comparatively low rates 
upon a substantial part of their traffic, had maintained 
them for many years after the reason assigned for orig- 
inally introducing them had ceased to exist, and had then 
withdrawn them, not upon the ground that they were in- 
adequate, but because they gave rise to discrimination, and 
in so doing had introduced rates very much greater, it 
seems to us that the conduct of the carrier, in the ab- 
sence of some explanation more conclusive than any that 
was made, was sufficient basis for a reasonable inference 
that the special rates in force prior to March 25 upon 
the distillery supplies were reasonable and adequate com- 
pensation for that and other similar traffic, and that the 
rates thereafter charged were unreasonably high to the 
extent of being extortionate. Interstate Commerce Com- 
mission vs. Louisville & Nashville R. R., 227 U. S. 88, 99. 
This was sufficient to give jurisdiction to the commission 
under the McChord Act, and to support the conclusion that 
it reached. 

As to the reparation order, it is further insisted (a) 
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that there was no evidence before the commission to 
show that the several parties to whom reparation was 
awarded had paid freights based upon the rates complained 
of, or to show the amounts of their payments, or to show 
that the difference in the freight payments represented 
damages to which they were entitled; and (b) that so 
much of the statute (sec. 829) as undertakes to provide 
the procedure for recovering reparation is contrary: to the 
“due process” provision of the Fourteenth Amendment, 
because in the proceeding before the commission there is 
no formal issue and no method of requiring the production 
of evidence, while in the subsequent trial before the court 
based upon the commission’s award there is no right to 
adduce evidence other than such as was presented to the 
commission unless the court shall first be satisfied that 
the evidence is such as could not have been produced 
before the commission with the exercise of reasonable 
diligence. 


From the record, however, it appears that in the peti- 
tion filed by the distillers and distillery companies pefore 
the commission it was alleged that since March 25, 1910, 
each of the petitioners had been subjected to extortionate 
charges collected from them by the railroad company, and 
for which an award of reparation was prayed; the re- 
spective amounts thus claimed being ‘particularly specified. 
The answer of the company admitted that the rates men- 
tioned had been charged, collected, and received by it, but 
denied that they were extortionate, unjust, or unreason- 
able, and upon this ground, and no other, denied liability to 
make reparation. The transcript of the testimony taken 
before the commission shows that the several reparation 
claims were presented, and the following colloquy occurred 
respecting them: “Mr. McChord (counsel for petitioners) : 
‘Is there any question made as to the amount of those 
claims?’ Mr. Goodwyn: ‘We never check them.’ Mr. 
Dearing (counsel for the railroad company): ‘My idea is 
that the commission can easily check them, and you and 
I can check them if we come to the position that they are 
entitled to the reparation.’ Mr. McChord: ‘You deny it 
all?’ Mr. Dearing: ‘Yes.’ Mr. McChord: ‘I will put all 
these claims in as exhibits. Some of these have not been 
made up by the complainants, and we will want to fill 
them in later.’ Mr. Dearing: ‘That will be all right.’ 
Mr. McChord: ‘Shall I put them in now?’ Mr. Siler: 
‘Yes, or at any time.’” In short, the record shows that 
the only question made respecting the reparation claims 
was the general contention that the rates charged by the 
company were in fact not unreasonable or extortionate; 
and that it was in effect conceded that the particular 
amounts claimed were proper to be awarded as reparation, 
if the rates charged were determined to be unreasonable 
and extortionate. 

We have already seen that there was evidence to sup- 
port the commission’s affirmative finding upon the latter 
point. And this leaves no basis, as we think, for appel- 
lant’s present attack upon section 829 as repugnant to the 
due process provision of the Fourteenth Amendment. 
In the proceeding before the commission there were plead- 
ings sufficiently formal, and appellant was permitted to 
raise such issues and introduce such evidence as it desired. 
There is nothing to show that it suffered for lack of com- 
pulsory process against witnesses. As to its right to 
adduce evidence before the court in the action to enforce 
payment of the award, its complaint in this regard seems 
to us at least premature. There is nothing to show that it 
has or could have any defence to the payment of the 
reparation that it has not already either interposed or 





OE EE EEE 


132 THE TRAFFIC WORLD 


waived in the proceeding before the commission, or to 
show that it has any evidence to be adduced before the 
court that it would be prevented from introducing by 
the effect of the restriction contained in section 829. 
This court does not sit to pass upon moot questions; and, 
as has been often pointed out, it is incumbent upon one 
who seeks an adjudication that a state statute is repugnant 
to the Federal Constitution to show that he is within the 
class with respect to whom it is unconstitutional, and that 
the alleged unconstitutional feature injures him, and so 
operates as to deprive him of rights protected by the Con- 
stitution. Hatch vs. Reardon, 204 U. S. 152, 161; South- 
ern: Railway Co. vs. King, 217 U. S. 524, 534; Standard 
Stock Food Co. vs. Wright, 225 U. S. 540, 550; Plymouth 
Coal Co. vs. Pennsylvania, 232 U. S. 531, 544. 

The order of the District Court should be, and it is 
affirmed. 


GEORGIA DECISION AFFIRMED 


The United States Supreme Court, January 11, affirmed 
the decision of the Supreme Court of Georgia in the case 
of the Wadley Southern against the Georgia Railroad 
Commission. 

The Georgia commission issued an order against the 
Wadley Southern directing it to quit discriminating against 
the Macon & Dublin in favor of the Central of Georgia. 
In addition it imposed a fine of $5,000 on the Wadley 
Southern for one day’s violation of the order. The dis- 
crimination consisted of a demand for prepayment on 
all freight turned over by the Macon & Dublin to the 
Wadley Southern, while no such demand was enforced 
against the Central of Georgia. 

The Wadley Southern, instead of asking for an in- 
junction to prevent the enforcement of the order, ap- 
pealed to the court on the ground that the penalties pro- 
vided in the Georgia statute are so severe as to amount 
to a denial of the equal protection of the laws, in viola- 
tion of the federal constitution. 

The Georgia Supreme Court pointed out that the rail- 
road company could have come to the courts for an in- 
junction which, if granted, would have stayed the col- 
lection of the fine. Inasmuch as the state imposed the 
fine for only one day, there was no such severity as has 
been condemned by the courts with regard to the statutes 
of other states. 





’ QUESTION OF STATES RIGHTS 


THE TRAFFIO SERVICE NEWS BUREAU. 
Colorado Butlding, Washington, D. CO. 
The states rights question which caused much de- 
bate in the annual convention of the National Association 
of Railway Commissioners in November is to come for- 
mally before the Commission, in oral argument, March 
4. Concretely, the question is as'to whether a state may 
require any of the carriers subject to the Act to regulate 
commerce to keep accounts in a form not first submitted 
to and approved by the Interstate Commerce Commission. 
The proposition is not stated quite so baldly as that, 
but in the final analysis that is the meaning of it. The 
announcement that the Commission will hear arguments 
on the question on March 4 was made by the Commission 
on January 14. Briefs on the subject will be received 
up to February 27. The question as set down by the 
Commission, is as follows: 


That any carrier subject to the Act to regulate commerce, 
or any receiver or operating trustee of such carrier, be au- 
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thorized and permitted to make such subdivision of any primary 
account prescribed by this Commission for the use of such car- 
rier as May be necessary to enable such carrier, or receiver or 
operating trustee of such carrier, to comply with the require- 
ments of any state or states. Provided, however, That suc! 
subdivision of any primary account shall not impair the in 
tegrity of the primary account so subdivided. And provided 
further, That at least thirty days before such subdivision shal! 
be made effective, the full detail and plan thereof shall be filed 
with this Commission subject to its disapproval. 

There is mystery as to whence comes the query as 
to whether a state may require accounts to be kept in 
the way it thinks is necessary, without having first ob- 
tained the consent of the federal Commission. At Chair- 
man Harlan’s office, the name of the state or states which 
have raised the question was withheld because of the 
rule that no information should be furnished except 
through the secretary’s office: The formal notice that the 
arguments would be had was all there was given out. 

It is unofficially understood, however, that Arizona 
is the member of the sisterhood of states which has raised 
this wraith. Arizona, being new at the business of gov- 
erning herself, is doing many things to bring herself 
into conflict with what federal officials think is none of 
her business. Texas and Oklahoma are also suspected 
of having a desire that railroads shall keep accounts 
other than those authorized by the Commission. The 
rule of the Commission is that carriers subject to the 
act shall keep no accounts other than those prescribed by 
it, except such as, according to the view of the Com- 
mission’s accounting force, do not impair the integrity 
of the accounts kept under the federal rules. 


VALUATION ORDER 


Valuation order No. 10, as follows, has been issued 
by the Interstate Commerce Commission: 

“That Valuation Order No. 2, relating to abandoned 
property, made and entered by the Commission under date 
of May 12, 1914, be, and it is hereby, modified and supple- 
mented so as to read as follows: 

“The subject of physical property abandoned by steam 
railroads being under consideration: 

“It is ordered, That each and every carrier owning or 
operating a steam railroad, and each and every receiver 
or operating trustee of any such carrier, shall, within 
thirty days after the date fixed by the Commission as that 
of which the carrier’s property shall be valued, file with 
the Commission, at its office in Washington, complete and 
detailed schedules of all fixed physical property which it 
shall have abandoned prior to the dates as of which the 
property shall be valued, together with a complete and de- 
tailed statement of its claims with respect thereto. Such 
schedules shall show this property classified in accord- 
ance with the Interstate Commerce Commission’s invest- 
ment accounts, and shall give the units of the property, 
with the original cost of same to date of abandonment; also 
date of abandonment and disposition and present status of 
abandoned property. Carriers shall accompany such sched- 
ule with a descriptive list of all maps, profiles or other 
records which refer to the property and which will serve 
to aid the Commission in identifying and examining the 
same, and upon request from the Commission shall file with 
it such maps, profiles and other records or copies of the 
same as may be required.” 





REHEARING DENIED 
The Commission has denied the application of the 
Western Trunk Line Committee for a rehearing in I. and 
S. No. 195, involving rates on wheat from Kansas City 
to Edwardsville, Lawrenceville and other points in Illinois. 
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Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
Ing to the law of interstate transportation of freight. On ac- 
count of the limited space that can be allotted to this depart- 
ment and the demands made on the time of those conducting it, 
we cannot assure the publication of answers in less than six 
weeks from the time of receipt of the question. Readers desir- 
ing special service by requiring immediaté answer may secure 
privately written answers to their inquiries by the payment of 
a small fee, given on application. 

Address Legal Department, The Traffic Service 
Colorado Building, Washington, D. C. 


Bureau, 


Shipment for Industrial Track Delivery to Consignee Not 
Owner of Track, 


Ohio.—“We are lacated on the A. & B. Railroad, with 
a private sidetrack into our plant, and recently sold sev- 
eral carloads of machinery to a concern located on a 
connecting carrier within the switching limits. The con- 
signee has no private siding, but made an arrangement 
with John Doe to unload the cars on his siding. The 
connecting line refuses to switch to private sidings for 
other than the owners of such sidings, and insists that 
the delivery in this case be taken from their regular 
team track. The team track switching charge is 25 cents 
per ton, while the regular reciprocal switching charge 
is $2.50 per car, which charge would apply had the car 
been consigned co the owner of the siding. Inasmuch 
as the consignee in question has the consent of the owner 
of the private siding to use such siding, can the con- 
necting line refuse to handle the car at the regular re- 
ciprocal switching charge of $2.50 a car?” 

Switching to an industrial track is a service for 
which a regular tariff charge is frequently made, and 
carriers’ tariffs usually state specifically the points at 
which, and the names of parties with sidetracks, to whom 
it is rendered. Such tracks are generally constructed, or 
the cost thereof borne, by the owner of the plant to 
which they extend. Team track delivery is a service 
for which no separate tariff charge is usually provided 
and which is analogous to freight depot service. R. R. 
Commissioners of Ark. vs. St. L. I N. & S. ‘Ry. Co., 24 
I. C. C, 293 (see page 83 of the July 13, 1912, issue of 
The Traffic World). 

Now, while a carrier cannot reserve to itself the 
right to determine as to what commodities shall or shall 
not be moved over a switch connection, and dealt in 
by a dealer who is located upon a siding which is con- 
nected with the carrier’s line by such switch (Borden 
& Swarthout vs. L. V. R. R. Co., 12 I. C. C. 194), and, 
therefore, it was probably regular for John Doé, as con- 
signee, to receive over his sidetrack a shipment intended 
for someone else, yet the carrier was under no obligation 
to switch to John Doe’s sidetrack a shipment billed to a 
consignee in care of John Doe. 

co * * 
Articles Too Long for Box Cars. 

Michigan.—“Noting your reply to “Michigan,” in The 
Traffic World, issued November 28, with reference to 
articles too long for box cars, would thank you to advise 
further in connection with this matter along the lines 
following: Your reply takes into consideration the fact 
that no special equipment was furnished by the carrier 
for the loading of this article. The question that I would 
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like to raise is whether or not, in the face of the wording 
of section C of rule 7, which states that the minimum 
charge when articles are loaded on flat or gondola cars 
shall be 5,000 pounds, when they are too long to be loaded 
fn the side door of a box car, this cHarge could be 
assessed by a carrier in a case where special equipment 
was furnished by them, if the equipment into which it 
was loaded was in the form of a box car, providing that 
equipment is an end-door car instead of a gondola or 
flat car, as provided for by the ruling? This question 
could be raised through the offering of a shipment of 
scenery to a carrier which was too long to be loaded 
through the side door of a car, but which could be loaded 
in equipment provided with an end door.” 

Answer to “Michigan” was revised in our answer to 
“Pennsylvania” appearing on page 1061 of the December 
5, 1914, issue of The Traffic World, so as to conform 
with note 2, item 7, page 157, of the Official Classification 
No. 42, which specifically covers the commodity trans- 
ported by “Michigan.” For it will be noted in rule 7, 
paragraph C, of the Official Classification, that said rule 
applies only in the absence of specific provision to the 
contrary in the classification. While there are several 
specific provisions in the classification excluding certain 
commodities from the operations of this rule, and estab- 
lishing some other rule in lieu thereof, or stipulating 
for the use of box cars with end doors, yet there appears 
no such provision as applicable to the transportation of 
theatrical scenery, and we are, therefore, of the opinion 
that the aforesaid rule 7, paragraph C, applies to such 
shipments. 

The carriers argued, in cases coming before the 
Commission, that they should not be compelled to with- 
daw from the furniture, automobile and vehicle trade 
cars which were especially constructed for those serv- 
ices and put them in a service which returns a much 
smaller revenue and materially adds to the cost of hauling, 
without some increase in their charges for such service. 
The Commission has reviewed this subject in 15 I. C. C. 101, 
18 I. C. C..66, 18 I. C. C. 185, 18 1. C. C. 208, 23 I. C. C. 
395. In the case of Indianapolis Freight Bureau vs. 
C., C., C. & St. L. Ry. Co., 15 I. C. C. 370 (see page 341 
of the March 6, 1909, issue of The Traffic World), where 
the rule in Official Classification providing that articles 
too long to be loaded in a 36-foot box car through the 
side door should be charged at not less than 4,000 pounds 
at first class rate, was considered, the Commission held 
the rule unreasonable in that it restricted the free move- 
ment of traffic, and fixed the minimum at 1,800 pounds, 
so as to meet the requirements of the usual less-than- 
carload shipments. 

* * * 


Proof of Claims for Loss. 


Illinois—“We made a recent shipment, less than car- 
load, that was reported by the consignees to be one case 
short, and they in turn charged us with this case. We 
immediately filed our claim against the delivering line, 
who have requested us to withdraw the same, con- 
tending that shipment arrived and was delivered with 
no exceptions. Further investigation has developed that 


the consignees called for the goods upon arrival and 
were allowed to remove same from the railroad ware- - 
house before*the delivering line agent or his representa- 
tives had checked the shipment to ascertain if same con- 
formed with the bill of lading. As soon as the shortage 
was discovered by the consignees, they notified the agent, 
who refused, however, to make any exceptions on the 
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E.-B., claiming that, in view of- there being no check 
made of the shipment by himself, or his representative, 
his records fail to show any exceptions. We would 
like to inquire if a delivering agent has authority to 
allow a shipment to be removed from his station before 
he has had the contents carefully checked to ascertain 
if the same agrees with bill of lading, thus performing 
their service in completing delivery.” 


Neither the failure of the consignee to take excep- 
tions to the shipment on delivery, nor that of the carrier 
to check the contents of the shipment on delivery, can 
be conclusive on the point whether or not a loss has 
occurred for which the carrier is liable. While it is 
prudent for the consignee, if possible, to check and report 
immediately any shortage in the shipment, since such 
circumstances as error in shipper’s records, loss while 
in draymen’s or transfer company’s possession, laxity 
in handling shipment by shipper or consignee, might thus 
be eliminated, yet there are many avenues through which 
shipments, especially of a concealed nature, might be 
lost or damaged through the fault or negligence of the 
carrier, and for which the law imposes a liability upon 


the carrier, and concerning which the mere failure of the 


consignee to check and note immediately would not excuse 
or militate against. In all such claims the chief point 
is to show a loss; and the burden of proving a loss is 
always upon the plaintiff in an action. When the proof 
is positive that goods, of a certain quantity or weight, 
were given to the carrier for transportation, and goods 
of a lesser weight or quantity were delivered and the 
carrier cannot show that the loss was occasioned by 
causes from which the law exempts the carrier, the pre- 
sumption would arise that the carrier was at fault and 
is liable. In filing a claim the shipper’s or consignee’s 
affidavit should as fully and specifically as possible cover 
all the circumstances and conditions above enumerated. 


* * * 


Shipper’s Load and Count Stipulation. 

Detroit.—“Car billed as containing a certain number 
of packages, the bill of lading showing shipper’s load 
and count. According to carriers, car moved under per- 
fect seal protection from point of origin to destination. 
On arrival car placed on public team track, from which 
delivery was taken. Consignees were three or four days 
in unloading, and their records show a shortage of 12 
packages. They can produce evidence proving the exact 
number of packages, as billed, were loaded, and can like- 
wise produce evidence to prove their outturn to be cor- 
rect. It is assumed, therefore, the shortage is due to 
pilferage while car was standing on public team track. 
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Carriers claim they are not responsible for such a loss, 
Will you kindly advise if there has been a court decision 
handed down to cover this point?” 

The Interstate Commerce Commission has held that 
a rule by the carriers, embodied in their tariffs or bills 
of lading, which compels shippers to count packages of 
perishable freight is not unreasonable. Ponchatoula Farm- 
ers’ Assn. vs. I. C. R. R. Co., 19 I. C. C. 513 (see page 
821 of the Dec. 3, 1910, issue of The Traffic World). In 
the same case, where complainant attacked defendani’s 
practice of requiring perishable produce to move from 
point of origin at “shipper’s load and count,” the Com- 
mission held “that perishable freight must be handled 
by the carrier with all possible dispatch in order to be 
properly marketed. To require the carrier in a traffic 
of this description to count the packages tendered for 
transportation, would, in many instances, retard the ship- 
ment, and impose an additional burden upon station 
agents. Where the shipments are in straight or mixed 
carloads, which constitute a large majority of the com- 
plainant’s shipments, the cars are sealed at point of ori- 
gin, and should go to destination with seals unbroken.” 
The Commission held this practice reasonable. 

But in re Suspension of Western Classification No. 51, 
25 I. C. C. 492 (see page 5 of the Jan. 4, 1913, issue of 
The Traffic World), where a rule in that classification 
provides that freight loaded by the shipper and not 
checked by the carrier must be receipted for “shipper’s 
load and count,” the Commission declined to make any 
recommendation in regard to the rule, on the ground that 
this subject is covered by pending legislation in Congress. 

The legal effect of the words “shipper’s load and 
count,” in the bill of lading, is to place upon the shipper 
the burden of proof that the precise number and quantity 
of goods described in the bill of lading were actually 
delivered to the carrier, and that in any claim for loss 
a number or quantity less was in fact transported and 
delivered by the carrier. These words do not limit the 
carrier’s liability for any actual loss for which it other- 
wise would have been liable, but simply shifts, in a 
measure, the burden of proof. The fact that the cars 
arrived under original seals, while a circumstance favor: 
able to the carrier, yet it and the “shipper’s load and 
count” stipulation do not preclude the shipper from show- 
ing, in case of loss or damage, that the loss proceeded 
from some cause which existed, but was not apparent, 
when the goods reached their destination, and which, if 
shown to be satisfactory, would hold the carrier liable. 
If the loss occurred after delivery of car to consignee, 
and while standing on public team track for unloading, 
the carrier would not be liable. 





Note.—items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
last issue of the Traffic World.. Cancellations and postpone- 
ments announced too late to make the change In this Docket 
will be noted elsewhere. 


January’ 18—South Bend, Ind.—Examiner Mahone: 
7411—Powell Myers Lumber Co. vs. L. & N. R. R Co. et al. 

January ee Miss.—Examiner Abbott: 
7264—G. Merrill & Bro. vs. Ill. Cent. 
7are—Hinton Bros. Lumber Co. vs. mia ‘& Miss. R. R. Co. 


al 
7206—"Hinton Bros. Lumber Co. vs. G. & §. I. R, R. Co. et al. 


January 18—Washington, D. C.: 
ae ne of rules governing monthly reports of railway acci- 
ents 
denver: 10— piemingtam. Ala.—Examiner Watkins: 
&- Rates on lumber from southern points to the 
‘dhio River crossings and other points. 


R. Co. et al. 


Docket of The Commission 


January 18—St. Louis, Mo.—Examiner Wood: 
ne Bureau of the Sioux City Commercial Club vs. 
A. & 8. R. Co. et al. 
eopt— kite” ‘Lumber Co. vs. G. C. & S. F. Ry. Co. et al. 
January 18—Washington, D. C.—Examiner Bradley 


7506—Buffalo Lumber Exchange et al. vs. Ala. "“Gint, Ry. Co. 


et al. 


January 19—Toledo, O.—Examiner McKenna: 
ee Supply Co. of Kansas vs. L. S. & M. S. Ry. 


Co. 

7931—National Supply Co. of Kansas vs: L. S. & M. S. Ry. 
o. eta 

oo Supply Co. of Kansas vs, T. St. L. & W. R. R. 
o. e 

January 19—Minneapolis, Minn. eee Gerry: 

7450—Pillsbury Flour Mills Co. vs. C. R. I. & P. Ry. Co, et al. 

7216—Van Dusen-Harrington Co. vs. Gt. 4 Ry. a et al. 

“a Dusen-Harrington Co. vs. C. M. & St. P. Ce. 
et al. 
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January 16, 1915 


6936—McCaull-Dinsmore Co. vs. C. B. & Q. R. R. Co. et al. 
7099—McCaull-Dinsmore Co. vs. C. & N. W. Ry. Co. et al. 
(also Fourth Section Application). 
January 19—St. Louis Mo.—Examiner Wood: 
|. & §S. 501—Proportional rates on ain products from 
Cmnane, Neb., and other points to destinations south of Ohio 
River. 
January 19—Louisville, Ky.—Examiner Watkins: 
|. & S. 520—Rates on lumber from southern points to the 
Ohio River crossings and other points. 
6808—I. T. Axton vs. Kanawha & Mich. Ry. Co. et al. 
Also Fourth Section Applications: 
1952—Louisville & Nashville R. R. Co. 
4966—Chesapeake & Ohio Ry. Co. 
7218—Standard Oil Co. vs. L. S. & M. S. Ry. Co. et al. 
a 20—St. Louis, Mo.—Examiner Wood. 
1, & S. 527—Scrap iron rates from New Orleans, La., and other 
points to the Ohio River crossings and other destinations. 
7394—Big Muddy Coal & Iron Co. vs. Ill. Cent. R. R. Co. et al. 


January 20—Chicago, Ill.—Commissioner Daniéis: 
7090—iIn the matter of embargoes. 
7460—Ohio Valley Tie Co. vs. L. & N. R. R. Co. et al. 
January 20—Minneapolis, Minn.—Examiner Gerry: 
6330—Fullerton Lumber Co. vs. Ala. Cent. R. 
(also Fourth Section Application). 


January 20—Birmingham, Ala.—Examiner Abbott: 
7485—Kilby Locomotive & Machine Works vs. Sou. Ry. Co. 
et al. (also Fourth Section Application). 
7419—Holland Blow Stave Co: vs. L. & N. R. R. Co. 
January 22—St. Louis, Mo.—Examiner Wood. 
7100—Cape Girardeau Portland Cement Co. vs. St. L. & S. F. 
R. R. Co. et al. 
7109—Cape Girardeau Portland Cement Co. vs. St. L. & 9. F. 
R. R. Co. et al. 
January 21—Chattanooga, Tenn.—Examiner Abbott: 
7446—Lookout Refining Co. vs. L. & N. R. R. Co. et al. 
January 21—Henderson, Ky.—Examiner Watkins: 
7156—Rockport Drain Tile Co. vs: Sou. Ry. Co. 

a ae ae Springs Distilling Co. et al. vs. L. H. & St. L. Ry. 
o. et al. : 
7286—Henderson Commercial Club vs. Il. Cent. R. R. Co. et al. 

January 22—Winona, Minri.—Examiner Gerry: 
|. & S. 535—Grain rates between Winona, Minn., and Minne- 
apolis, Minn. 
January 23—Louisville, Ky.—Examiner Abbott: 
7462—C. C. Mengel & Bro. Co. vs. B. & O. R. R. Co. et al. 
January 23—La Crosse, Wis.—Examiner Gerry: 
7337—John Gund Brewing Co. vs. C. B. & Q. R. R. Co. et al. 
7248—La Crosse Shippers’ Assn. et al. vs. C. & N. W. Ry. Co. 


R. Co. et al. 


et al. 

a re Heilman Brewing Co. et al. vs. C. B. & Q. R. R. Co. 
et al. ‘ - 

January 25—Louisville, Ky.—Examiner Abbott: 
6619—Greenbaum Co. vs. Sou. Ry. Co. et al. 

This hearing is for the purpose of affording complainant 
an opportunity to submit proof of damage on account of 
undue preference alleged in the complaint. 

January 25—Morgantown, W. Va.—Examiner Abbott: 
6861—Athens Glass Co. et al. vs. B. & O. R. R. Co. et al. 

January 25—Richmond, Ky.—Examiner Watkins: 
7128—Richmond Commercial Club vs. L. & N. R. R. Co. et al. 

(also Fourth Section Application). 

January 25—Kansas City, Mo.—Examiner Dow: 

\. & S. 504—Rates on grain and grain products from Topeka, 
Kan., Kansas City, Mo., and other points to Dubuque, Ia., 
and other points. 

January 26—Kansas City, Mo.—Examiner Dow: 

4. & S. 540—Lumber rates from points in Arkansas and other 
states to Sioux City, Ia. 

January 27—Kansas City, Mo.—Examiner Dow: 

|. & S. 541—Grain elevation allowances at Kansas City, Mo., 
and other points. 

January 27—Middlesboro, Ky.—Examiner Watkins: 

‘ ~ - 478—Commodity rates to Middlesboro, Ky., and other 
points. 

January 27—Washington, D. C.—Commisstoner McChord: 
6239—In the matter of minimum charges on articles too long 
or too bulky to be loaded through the side doors of cars. 
January 28—Kansas City, Mo.—Examiner Dow: 

|. & S. 534—Rates on petroleum oil from Coffeyville, Kan., 
and other stations to stations in Missouri. 

That portion of Fourth Section Application No. 1862, filed 
by W. H. Hosmer, agent, respecting rates in violation of: the 
Long and Short Haul rule carried in W. H. Hosmer’s Tariff 
18B, I. C. C. A110, which asks authority to continue lower 
rates on petroleum oil from Coffeyville, Kan., and other points 
to St. Louis, Mo., than the rates concurrently applicable on 
like traffic to intermediate points. 

January 29—Kansas City, Mo.—Examiner Dow: 
6817—Kanotex Refining Co. vs. A. T. & S. F. Ry. Co. 
6846—Mutual Oil Co. vs. A. T. & S. F. Ry. Co. 

January 29—Chicago, Ill.—Examiner Brown: 

* 1. & S. 530—Rules poverarng the transportation of potatoes in 

refrigeration equipment. 

January 29—Indianapolis, Ind.—Examiner Pattison: 

* eae Board of Trade vs, Ind. Col. & So. Traction 

o. et al. 

February 1—Kansas City, Mo.—Examiner Dow: 

ee Cement Plaster Co. vs. A. T. & S. F. Ry. Co. 

et al, 
February 1—Little Rock, Ark.—Examiner Watkins: 
. he ee of Memphis, Tenn., et al. vs. C. R. I & P. Ry. 

o. et al. 
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February 1—Chicago, [1l.—Examiner Brown. 

*1. @ S. 512—Minimum weights on packing house products, 
fresh meats and other commodities. 

February 1—Salt Lake City, Utah—HExaminer Thurtell: 

The following Fourth Section Applications: 

345—To protect Countiss’ I. C. C. No. 980, classes and com- 
modities from North Pacific coast terminals, etc.; I. C. C. 
No. 926, class and commodity rates from California ter- 
minals, etc. 
346—To protect Countiss’ I. C. C. No. 908, commodity rates 
from Vancouver, B. C., Seattle and Tacoma, Wash., Albina, 
East Portland and Portland, Ore., San Francisco and East 
San Pedro, Cal., on shipments originating in Australia, New 
Zealand and the Fiji Islands or beyond; I. C, C. No. 922, 
class and commodity rates from North Pacfiic coast ter- 
minals, etc. 
347—To protect rates in Countiss’ I. C. C. No. 930, commodi- 
ties from Albina, East Portland and Portland, Ore., and St. 
Johns, Cal.; I. C. C. No. 909, lumber from San Francisco and 
other points in California. 
348—To protect Countiss’ I. C. C. No. 912, lumber, shingles 
and other articles from Oregon, Washington, Idaho, on- 
tana, Alberta and British Columbia to Arkansas, Indiana, 
Kentucky, Minnesota, Tennessee, Illinois, Iowa, Louisiana, 
Missouri, Wisconsin and Michigan. 
349—To protect Countiss’ I. C. C. No. 930; I. C. C. No. 926; 
I, C. C. No. 921, class and commodity rates from California, 
Nevada and Utah to Minnesota, North Dakota, South Da- 
kota and Manitoba; I. C. C. No. 922; I. C. C. No. 931, class 
and commodity rates between points in Minnesota, North 
Dakota, South Dakota and Manitoba and San Francisco and 
Oakland, Cal., in connection with Pacific Coast Steamship 
Company, Alaska-Pacific Steamship Company and E. V. 
Rideout Company; I. C. C. No. 909, ee rates on 
lumber and shingles from California, Nevada, Oregon and 
Utah points; I. C. C. No. 924, lumber and shingles from 
Oregon, Washington, Idaho, Montana, Alberta and British 
Columbia to Connecticut, Delaware, District of Columbia, 
Maine, Maryland, Massachusetts, New Hampshire, New Jer- 
sey, New York, Pennsylvania, Rhode Island, Vermont, Vir- 
ginia and West Virginia; I. C. C. No. 915, list of interme- 
diate points. 

1575—To protect Countiss’ I. C. C. No. 927, lumber and 
shingles from Oregon, Washington, Idaho, Montana, Alberta 
and British Columbia to Colorado, Idaho, Kansas, Montana, 
Nebraska, New Mexico, North Dakota, Oklahoma, Oregon, 
South Dakota, Texas, Utah and Wyoming. 
351—To protect Countiss’ I. C. C. No. 926, 921, 922, 931, 908, 
909, 912, 924, 927 and 915, through rates in excess of the 
combination of intermediates. 
310—To protect S. P. L. A. & S. L. I. C. C. No. 325, refrigera- 
tion charges from points in southern California. 
311—To protect §. P. L. A. & S. L. I. C. C. No. 279, rates on 
vegetables from Acton, Carp, Galt, Guelph, Hoya, Moapa, 
Roz and Vigo, Nev., to Missouri River, Mississippi River, 
Memphis, St. Paul, Peoria, Chicago, etc. 
313—To protect S. P. L. A. & §. L. I. C. C. No. 249, class and 
commodity rates between points in southern California and 
points in Utah and Wyoming on the Union Pacific. 
322—To protect S. P. L. A. & S. L. rates on commodities 
from points on the S. P. L. A. & S. L., San Bernardino, Cal., 
and west to Garfield and Tooele, Utah. 
324—To protect S. P. L. A. & S. L. class rates between points 
on the S. P. L. A. & S. L. R. R., San Bernardino and west 
and points in California, Nevada, Utah, Daggett and east 
except Utah common points (these rates are higher than to 
Utah common points). ‘ 
330—To protect S. P. L. A. & S. L. rates on live stock be- 
tween points on the S. P. L. A. & S. L. R. R. in Utah and 
Nevada to Colorado, Missouri River, St. Louis, Chicago an? 
other points. 

332—To protect S. P. L. A. & S. L. I. C. C. No. 307, rates on 
lumber and articles taking lumber rates from_ Brighton 
Beach, East San Pedro, East Wilmington, Ostend, Seventh 
Street Terminal Island and Zinc, Cal., to points in Arizona 
on the Arizona Southern Railway and the Arizona Eastern 
Railway. : 

Pre peed S.P.L. A. & S. L. IL C. C, No. 274, class and 
commodity rates between San Pedro, Los Angeles & San 
Bernardino Railroad between San Bernardino, Cal., and Pay- 
son to Salt Lake City, inclusive. 

334—To protect S. P. L. A. & S. L. I. C. C. 255, class and 
commodity rates between points in southern California on 
the San Pedro, Los Angeles & Salt Lake Railroad, Atchison, 
Topeka & Santa Fe Railway and Southern Pacific Company 
and points in Utah and Colorado on the Denver & Rio 
Grande Railroad and Colorado Midland Railway. 

336—To protect S. P. L. A. & S. L. I. C. C. No. 235, rates on 
live stock between Utah and Nevada and Colorado, Missouri 
River, St. Louis, Chicago and other points. 

337—To protect S. P. L. A. & S. L. rates on bullion, pig lead, 
copper matte, ore and concentrates and other mineral prod- 
ucts from Utah on the S. P. L. A. & S. L. R. R. to Kansas, 
Nebraska, Missouri and Iowa. 

338—To protect S. P. L. A. & S. L. I. C. C. No. 290, rates on 
grease, hides, pelts, tallow and wool from Utah to Missouri 
River, Mississippi River, St. Paul, Peoria, Chicago and 
— taking same rates and points in Michigan and Wis- 
consin, 

3934—To protect S. P. L. A. & S. L. rates on classes and com- 
modities between Los Angeles, Cal., and Salt Lake City, 

Utah, lower than from and to intermediate points. ' 

* 736—To protect S. P. L. A. & S. L. class rates between sta- 
tions in southern California and Utah common points. 

* 1085—To protect Southern Pacific class and commodities rates 
from California, Nevada and Utah to North Dakota, South 
.Dakota and Manitoba. 

* 1107—To protect Southern Pacific rates on lumb and 
shingles from California, Nevada, Oregon and Utah to 
United States and Canada. 

* 1214—To protect F. W. Gomph’s Proportional Freight Tariff 
No. 54, I. C. C. No. 51, class and commodity rates on im- 
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in Asia, New Zealand and 

Islands or beyond from st San Pedro, Redondo Beach, 

San Diego, San cisco and San Pedro, Cal., to points in 

Utah, Wyoming and Colorado on lines of Denver & Rio 

Grande Railroad, Oregon Short Line Railroad, San Pedro, 

Los Angeles & Salt Lake Railroad, Southern Pacific Com- 
pany, Union Pacific Railroad and Western Pacific Railway. 

* 1253—To protect Southern Pacific class and commodity rates 
from San Francisco, Oakland, Sacramento, Marysville, San 
Jose and Los Angeles, Cal., and California and Nevada to 

oints in Utah, east of Echo and Thistlé Junction, points 
n Wyoming, west of Cae, and points in Colorado, west 
of Manitou and Canon City. 

* 1281—To protect F. W. Gomph’s I. C. C. No, 42, class and 
commodity rates between California common points, viz., 
San Francisco, Los Angeles, Oakland, San Jose, Colton, 
Stockton, Sacramento, Roseville, Marysville and-San Ber- 
nardino and other points in California, Nevada and Utah on 
lines of Atchison, Topeka & Santa Fe Railway (Coast Lines), 
Crescent City Railway, Minkler Southern Railway, North- 
western Pacific Railroad, Pacific Electric Railway, San 
Pedro, Los Angeles & Salt Lake R. R., Santa Maria Valley 
Railroad, Southern Pacific Company, Sunset Railway, Visalia 
Electric Railroad, on the one hand, and Barratts, Mont., 
Blackfoot and Boise, Idaho, Brighton and Harrisville, Utah, 
Huntington, Ore., Idaho Falls and Mackay, Idaho, Moxa, 
Wyo., Pocatello, Idaho, and main and branch line points 
between points on lines of the Oregon Short Line Railroad, 
on the other. The rates published in this tariff are also 
covered by application No. 736 of F. W. Gomph. 

* 1105—That portion of this application which covers Items Nos. 
a 3 33 and 34 of tariff of F. W. Gomph, agent, I. C. C. 

oO. 29. 


February 2—Chicago, Ill—Examiner Brown: 
*1& é. 513—Rates to or from certain points in the Chicago 
Switching District.’ 
February 3—Memphis, Tenn.—Examiner Watkins: 
* 7a04—t ity of Memphis, Tenn., et al. vs. C. R. I. & P. Ry. 
0. et al. 


February 3—Kansas City, Mo.—Examiner Dow: 
7357—Peet Bros. Mfg. Co. vs. A. T. & S. F. Ry. Co. et al. 


February 5—Chicago, Ill.—Examiner Brown: 
* 7157—J. W. Wells Lumber Co. vs. C. M. & St. P. Ry. Co. 


Februa 5—Kansas City, Mo.—Examiner Dow: : 
7427—Kansas City Live Stock Exchange vs. A. T. & S. F. 
Ry. Co. et al. 
February 6—Chicago, Ill.—Examiner Brown: 
* 7123—Kawneer Mfg. Co. vs. A. T. & S. F. Ry. Co. et al. 
February 8—St. Joseph, Mo.—Examiner Dow: 
7352—Traffic Bureau of the Commerce Club of St. Joseph, 
- Mo., vs. C. & N. W. Ry. Co. et al. 
7447—Traffic Bureau of the Commercial Club of Atchison, 
Kan., vs. C. & N. W. Ry. Co. et al. 
7501—Department of Traffic of the Commercial Club of Kansas 
City vs. C. B. & Q. R. R. Co. et al. 
7311—Traffic Bureau of the Sioux City Commercial Club vs. 
Cc. & N. W. Ry. Co. et al. 
— Bluffs Commercial Club vs. C. & N. W. Ry. Co. 
et a 


February 8—Reno, Nev.—Examiner Thurtell: 
* wee he Goldfield Consolidated Mines Co. vs. Sou. Pac. Co. 
e 


al. 
* ™— or Goldfield Consolidated Mines Co. vs. Sou. Pac. Co. 
e 


* 5233—The Goldfield Consolidated Milling & Trans. Co. vs. 
Sou. Pac. et al. 

* 5062 and 5062, Sub. No. 2—The Goldfield Consolidated Mil!- 
ing & Trans, Co. vs. A. T. & S. F. et al. 

* 5457—The Goldfield Consolidated Mines Co. vs. Pa. Co. et al. 

* 5458—The Goldfield Consolidated Mines Co. vs. San P. Los A. 


Pan aa shipments originatin 


& S. L. et al. 
* are Consolidated Mines Co. vs. Mo. Pac. Ry. 
oO. e > 
* 5150—The Goldfield Consolidated Milling & Trans. Co. vs. Sou. 
Pac. et al. 


* 5243—The Goldfield Consolidated Milling & Trans. Co. vs. L. 
V. R. -R, Co. et al. 
* 5062, Sub. No. 1—Tonopah-Belmont Development Co. vs. A. T. 
& S. F. Ry. Co. et al. 
s “a sae Extension Mining Co. vs. A. T. &_S. F. Ry. 
‘o. et al. 
* Ss, enemas Consolidated Milling & Trans. Co. vs. P. 
. R. et al. 
* —a Goldfield Consolidated Mines Co. vs. A. T. & S. F. 


e \ 

* 5814—The Goldfield Consolidated Milling & Trans. Co. vs. A. 
T. & S. F. et al. 

* rhe ernenene Consolidated Milling & Trans. Co. vs. Sou. 

ac. et al, 

* 5902—Tonopah Extension Mining Co. vs. C. R. I. & P. Ry. Co. 

* 6159—Goldfield Merger Mines Co. vs. Las Vegas & Tonopah 
R. R. Co. et al. 

* 6231—Hall, Luhrs & Co. vs. Sou. Pac. Co. et al. 

* 6364—The ‘Goldfield Consolidated Mines Co. vs. A. T. & S. F. 
Ry. Co. et al. 

* 7604—The Montana-Tonopah Mines Co. vs. Sou Pac. Co. et al. 

* 7604, Sub. No. 1-——-The Montana-Tonopah Mines Co. vs. A. T. 
& S. F. Ry. Co. et al. 

* 6996—Freight rates to points on the Tonopah & Goldfield R. 
R., Las Vegas & Tonopah R. R. and Bullfrog-Goldfield R. R. 

February 8—St. Louis, Mo.—Examiner Gaddess. 

Such portions of the following fourth section applications 
as seek authority to continue rates on classes and commodi- 
ties between St. Louis, Mo., and E. St. Louis, Ill, on the 
one hand, and the Ohio River crossings on the other, and 
between the various Ohio River crossings themselves, which 
are lower than rates concurrently in effect on like traffic 
from, to or between intermediate points: 
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2045—Ill. Cent. 
3965—C. N. O. 


HHRHHRHEE 
S 
f 
Se 
se} 


4219—Mo. Pac. Ry. Co.,and §t. L. I. M. & S. Ry. Co. 
799—St. L. S. F. R. R. 
* 2072—J. F. Tucker, agent for and on behalf of the carriers 
oo in said application, on whose account the same was 
ed. 


7 8—Memphis, Tenn.—Examiner Watkins: 


* — emphis Freight Bureau vs. St. L. I. M. & S. Ry. Cu. 
et al. 

February 8—Chicago, Ill.—Examiner Brown: 

* 72 rand Rapids Plaster Co. vs. Ann Arbor R. R. Co. et al. 


* 7404—American Cement Plaster Co. vs. L. 8. & M. S. Co. et al. 
* 7421—Bestwall Manufacturing Co. vs. L. S. & M. S. Ry. Co. 


et al. 
* 7327—United States Gypsum Co. vs. L. S. & M. S. Ry. Co. 


et al. 
* 7287—United States Gypsum Co. vs. B. R. & P. Ry. Co. et al. 


February 11—Chicago, Ill—Examiner Brown: 
* 7138—Atlas Portland Cement Co. vs. C. M. & St. P. Ry. Co. 


et al. 

February 12—Chicago, Ill.—Examiner Brown: 

* ae A. Hommel & Co. vs. C. Gt. West. R. R. Co. 
et al, 

February 13—Chicago, Ill.—Examiner Brown: 

* 7282—Diamond Crystal Salt Co. vs. Mich. Cent. R. R. Co. et al, 

February 13—St. Joseph, Mo.—Examiner Dow: 

7172—Byers Bros. & Co. et al. vs. Union Pacific . R. Co. et al. 

February 15—Milwaukee, Wis.—Examiner Brown: 

$e eee peeeeee Coal Co. et al. vs. C. & O. Ry. Co. 
et al. 

* 6446—City of Milwaukee vs. C. M. & St. P. Ry. Co. et al. 

* a Produce & Fruit Co. vs. C. & N. W. Ry. Co. 
et al. 


ery 15—Omaha, Neb.—Examiner Dow: 
%352—Traffic Bureau of the Commerce Club of St. Joseph, 
Mo., vs. C. & N. W. Ry. Co. et al. ‘ 
7447—Traffic Bureau of the Commercial Club of Atchison, 
Kan., vs. C. & N. W. Ry. Co. et al. 
7501—Department of Traffic of the Commercial Club of Kan- 
sas City vs. C. B. & Q. R. R. Co. et al. 
7311—Traffic Bureau of the Sioux City Commercial Club vs. 
C. & N. W. Ry. Co. et al. 
or Bluffs Commercial Club vs. C. & N. W. Ry. Co. 
et al. 
February 18—Grand Rapids, Mich.—Examiner Brown: 
* 7139—National Commercial Fixture Manufacturers’ Assn. vs. 
Ann Arbor R. R. Co. et al. 
February 18—Omaha, Neb.—Examiner Dow: 
7117—Nebraska State Ry. Com. vs C. B. & Q. R. R. Co. 
7230—Nebraska State Ry. Com. vs. Union Pac. R. R. Co. et al. 
Februa 23—Jackson, Mich.—Examiner Brown: 
* 7092—Jackson Chamber of Commerce vs. P. & R. et al. 
* 7294—Jackson Chamber of Commerce vs. Mich. Cent. R. R. 
Co. et al. 
February 26—Detroit, Mich.—Examiner Brown: 
* 7261—American Coal & Coke Co. vs. Mich. Cent. R. R. Co. 


HEARINGS AT CHICAGO—COMMISSIONER DANIELS— 
1. AND S. DOCKET NO. 555—RATE INCREASES IN WEST- 
ERN CLASSIFICATION TERRITORY: 


Monday, February 15, Tuesday, February 16, Wednesday, Feb- 
ruary 17, Thursday, February 18—Respondents’ presentation 
of evidence supporting in general their claim that the pro- 
posed rates are reasonable. 


Friday, February 19, Saturday, February 20, Tuesday, February 
23, Wednesday, February 24—Proposed increased rates on 
grain and grain products. Increase in minimum weight of 
grain and grain products in carloads. 


Thursday, February 25, Friday, February 26, Saturday, Febru- 
ary 27—Proposed increased rates on live stock, fresh meat, 
packing house products and fertilizer materials. 


Monday, March 1, Tuesday, March 2—Proposed increased rates 
on hay, straw and broomcorn. 


Wednesday, March 3, Thursday, March 4, Friday, March 5— 
Proposed increased rates on cotton piece goods. 


Saturday, March 6, Monday, March 8, Tuesday, March 9—Pro- 
posed increased rates on coal and coke. , 


Wednesday, March 10—Proposed increased rates on salt. 

Thursday, March 11, Friday, March 12—Proposed increased rates 
on fruits and vegetables. 

Saturday, March 13—Proposed increased rates on rice and rice 
products. 

Monday, March 15, Tuesday, March 16, Wednesday, March 17, 
Thursday, March 18—Evidence of protestants and interveners 
in rebuttal of evidence obtained from carriers in the first four 
days of the hearing. 


DIGEST OF NEW COMPLAINTS 


No. 7206, Sub. No. 8 FF. E. Harris, Los Angeles, Cal., vs. 
Southern Pacific. 
Reparation of excessive switching charges, under decision 
of ee Court in Los Angeles Switching Case. (Correc- 
on. 
No. 7546. The Union Sulphur So. et al., New York City, N. Y. 
vs. Baltimore & Ohio et al. 
Against increases of from ic to 5c per 100 pounds in the 
rates on brimstone and crude sulphur, from Baltimore, Phila- 
delphia, New York and other north Atlantic seaports to points 
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in C. F. A. territory, as unjust, unreasonable and unduly dis- 


criminatory. Ask for cease and desist order, maxima rates 
and reparation. (Correction.) 
No, 7580. New Monarch Machine & Stamping Co., Des Moines, 


Ta., vs. Indiana Harbor Belt and C. Gt. West. 

Against a rate of 16 cents on silo bands from Indiana Har- 
bor, Ind., to Des Moines.. Asks for a rate of 12 cents and 
reparation. 

No. 7581. Waterloo (Ia.) Cement Machinery Corporation. vs. 
Ill, Cent. et al. 

Against a rate of 60 cents on gasoline engines from Free- 
port, Ill., to Waterloo, Ia. Asks for a rate of 45.4 cents and 
reparation. 

No. 7582, Blaterite Paint Co., Des Moines, Ia., vs. C. R. I. & P., 

Against a rate of 12 cents on asphalt in drums from Chicago 
to Des Moines. Asks for a cease and desist order and rep- 
aration. 

No. 7583. Hulme & Hart, San Francisco, Cal., vs. A. T. & S. F. 

Asks for reparation under the switching case decision. 

No. 7604. santana Fonenes Mining Co., Tonopah, Nev., vs. 
Sou. Pac. et al. 

Against a rate of $2.50 on high explosives from-Giant, Cal., 

to Tonopah. Asks for a rate of $1.25 and reparation. 
No. 7604, Sub, No. 1—Same vs. A. T. & S. F. et al. 

Against a rate of $2.08 on cyanide from San Diego, Cal., 
to Tonopah. Asks for a rate of $1.15 and reparation. 

No. 7590. H. Kempner, Galveston, Tex., vs. M. K. & T. of Texas. 

Against the imposition of the staple cotton rate on five cars 
of “cotton junk” shipped from Greenville, Tex., to Galveston 
for export as mnoeet and unreasonable. Asks for reasonable 
rates and reparation. 

No. 7592. Monmouth (N. J.) Ice Co. vs. D. L. & W, et al. 

Against rates of $1.45, $1.65 and $1.95 on ice from Toby- 
hanna, Pa., to Atlantic Highlands, Highland Beach, Highlands 
and Seabright, N. J., as unjust and unreasonable because in 
excess of $1.25. Asks for a rate of $1.25 and_reparation. 

No, 7391. Southern. Rice Growers’ Association, Beaumont, Tex., 
et al. vs. Texas & New Orleans Ry. Co. et al. 

Against cancellation of milling-in-transit privileges on rice 
at Texas and Louisiana stations on the Sunset Lines, except 
upon payment of 2 cents additional, leading to charges which 
are unjust and unreasonable. 
sonable rules and regulations and rates between Texas and 
Louisiana points. 

No. 7593, Swift & Co. vs. Southern Railway et al. 

Unjust and unreasonable charges on shipment of crude cot- 
tonseed oil from South Carolina points to Boston, Mass., due 
to alleged misrouting. Cease and desist order and reparation 
of $1,062.31 asked for. 

No. 7594. Ft. Dodge (Ia.) Brick & Tile Co. vs. Chicago, Indian- 
apolis & Louisville Ry. et al. 

Against rate of $2.25 per net ton on shipments of screening 
coal from Midland and Lattas, Ind., to Fort Dodge as unjust 
and unreasonable. Maxima rates asked for and reparation. 

No. 7595, National Dock & Storage Warehouse Co., Boston, vs. 
Boston & Maine R. R. = 

Against a failure to absorb switching charges on wool, lead- 
ing to undue preference in favor of the Commonwealth Docks. 
Hearing and investigation and cease and desist order asked 
for. 

No. 7584. La Fayette (La.) Chamber of Commerce vs. Morgan’s 
L. & T. R. R. & S. S. Co. et al. 

Against through rates from various points to La Fayette 
are unjust and unreasonable in that they exceed the com- 
bination on the Mississippi. Asks for just and reasonable 
rates and reparation amounting to $601.60. 

No. 7585. Roach & Musser Sash & Door Co., Muscatine, Ia., vs. 
Adams Ekxpress Co. et al. 

Asks for reparation of $272.35 on carload of lumber and 
millwork sent from Charleston, W. Va., by express to Jack- 
sonville, Fla. 

No. 7586. Hudson Motor Car Co., Detroit, vs. Pennsylvania R. 
R. Co. et al. 

Against a rate of 35 cents on storage batteries from Phila- 

delphia to Detroit as unreasonable in that it exceeded 25 


cents. Asks for a reasonable rate and reparation. 
No. —.. Colorado Fuel Co., Walsenburg, Colo., vs. M. K. & 
T. et al. 


Asks for return of overcharge on carload of coal from Wal- 
senburg, Colo., to Gould, Okla. 

No. 7588. Farmers’ Cotton Oil and Fertilizer Co., Huntsville, 
Ala., vs. Nashville, Chattanooga & St. Louis. 

Alleges rates on cottonseed from various points in Ten- 
nessee to Huntsville are unjust and unreasonable. Asks for 
rates not in excess of local Class N rates. 

= _ Abel & Roberts, Lincoln, Neb., vs. Missouri Pacific 
et al. , 

Alleges unjust and unreasonable rates on paving brick from 
Buffalo, Kan., to Beatrice, Neb. Ask for cease and desist 
order and reparation. 


MINOR UNREPORTED OPINIONS 


(Copies of Unreported Opinions may be obtained from the 
wee ~ sian office of The Traffic Service Bureau at a nominal 
charge. 











No. A899, Case No. 6418. Peycke Bros. Commission Co. vs. 
Cc. R. I. & P. Ry. Co. et al. Charges collected for the transpor- 
tation of a carload of cranberries from Wareham, Mass., to 
Kansas City, Mo., not found to have been in excess of those 
provided by tariff. Complaint dismissed. 

No, A919, Case No. 5564, Atha Tool Co. vs. N. C. & St. L. 
Ry. Co. et al., Fourth Section Application No. 458. Rates for 
the transportation of lumber, in carloads, from points on the 
line of the N. C. & St. L. to Newark, N. J., not found to be 
unreasonable in and of themselves. Case held open pending a 
readjustment of certain rates, 


The charging of lower rates on 


Ask for establishment of rea-- 
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lumber in carloads to Newark from certain so-called basing 
points on the line of the N. C. & St. L. than from intermediate 
points found to be justified. Limited relief from the long and 
short haul rule granted. 

No. A920, Case No. 5756. Arizona Lumber & Timber Co. vs. 
A. T. & S. F et al. Damages awarded in connection with the 
interstate transportation of a carload of box shooks from Flag- 
staff, Ariz., to Globe, Ariz. 

No. A921, Case No. 6884. Charges for the transportation 
from Shepley, Wis., to Decatur, Ill, of a shipment of poles for 
which a 45-foot flat car had been ordered, but two smaller ones 
furnished found to have been unreasonable. Reparation 
awarded. 

No. A922, Case No. 6537. American Naval Stores Co. vs. L. 
& N. R. R. Co. etal. A. L. & N. Co, tariff permitted reconsign- 
ment of rosin in C. L. from Louisville, Ky., to points in C, F. A. 
territory at the joint through rates from point of origin to final 
destination on shipments drawn into Louisville via the L. & N. 
at tariff rates to that point from points on the L. & N. in Ala- 
bama. This provision held to accord the privileges of recon- 
signment on the basis indicated to shipments of rosin originat- 
ing at Mobile, Ala., that moved from Mobile, via the M. & O. 

. R., and were subsequently delivered by that carrier at Hum- 
boldt, Tenn., to the L. & N. R. R. Co. for transportation, thence 
to Louisville. Reparation awarded. 

No. A914, Case No. 6753. Ryan & Newton Co. vs. Ore.- 
Wash. R. R. & Nav. Co. et al. Rate of 87% cents per 100 Ibs. 
charged for the transportation of two carloads of cabhage from 
Brookhurst and Stanton, Cal., to Spokane, Wash., found to have 
been unreasonable so far as it exceeded 75 cents. Reparation 
awarded, 

No. A915, Case No. 6655. John Jacob Astor vs. St. L. & S. 
F. Co. et al. A rate of 75 cents per ton was charged for the 
transportation of certain carload shipments of coal from Marion, 
Johnson City, West Frankfort and Coulterville, Ill., to Chaffee, 
Mo. Upon the facts of record, held: 1. That the 75-cent rate 
as applied from Marion, Johnson City and West Frankfort, sta- 
tions on C. & E. I., was unreasonable to the extent it exceeded 
60 cents. Reparation awarded. 2. That rate applied from Coul- 
terville, a station on the Ill. Cent., was not unreasonable and 
that complainant was not damaged by the maintenance of a 
lower rate from Coulterville to Cape Girardeau, Mo. The main- 
tenance of a higher rate to Chaffee than to Cape Girardeau for 
the future found to be unduly discriminatory. 

No. A916, Case No, 6524. Yakima County Horticultural Union 
vs. Northern Express Co. Certain carload shipments of cherries 
from North Yakima, Wash., to Chicago, IIll., found to have been 
misrouted. Reparation awarded. 


No. A917, Case No, 6869. Chas. W. Becker vs. Ore.-Wash. 
R. R. & Nav. Co. et al. Rate charged for the transportation of 
ten less-than-carload shipments of motorcycles crated from 
Portland, Ore., to Hoquiam, Wash., found unreasonable in so far 
it —* one and one-half times first-class rate. Reparation 
awarded. 


No. A918, Case No. 6734. F. S. Harmon & Co. vs. Nor. Pac. 
Co. et al., Fourth Section Application No. 350. Complainant al- 
leges that defendant’s rate applied to a carload shipment of 
desks from High Point, N. C., to Spokane. Wash., was unjust 
and unreasonable to the extent that it exceeded the lower rate 
to North Pacific Coast points. Held, That the rate charged is 
not shown to have been unreasonable nor is complainant shown 
to have been damaged by the discrimination. Following Appa- 
lachia Lumber Co. vs. ‘L. & N. R. R. Co. 25, I. C. C. 193, com- 
plaint dismissed as to reparation. Defendants having removed the 
— Section violation, their application for relief will be de- 
nied. . 

No. A894, Case No. 3677. Curits Bros. & Co. vs: Sou. Pac. 
Co. et al. Upon consideration of the additional facts of record. 
presented upon a stipulation signed by all the parties, including 
certain documents referred to therein, and made a part thereof: 
Held, That the increased through rate and charges on inter- 
state shipments of lumber to and from complainant’s plant at 
Sisson, Cal., resulting from the application of a switching 
charge of $3 per car during the period from Nov. 7. 1910, to 
Aug. 14, 1912, have not been justified and were therefore un- 
just and unreasonable to the extent that they were increased 
by Ge. addition of the said switching charge. Reparation 
awarded. 

No. A895, Case No. 6369—Fullerton-Powell Hardwood Lum- 
ber Co. vs. Tex. & Pac. Rv. Co. et al, A tariff of the Vandalia 
R. R. Co. granted reconsignment on basis of the joint through 
rates, applying from points of origin to final destination, “if the 
roads over which the traffic moved join.” A carload of lumber 
was shipped from Burton, La., to Jewett. Tll.. a point on the 
Vandalia, and was reconsigned thence to Waltham, Mass. The 
joint through rate from Burton to Waltham via the route of 
movement was 39 cents. Reconsignment and similar practices 
were, under the joint tariff naming the 30-cent rate, governed 
by the issues of individual lines. Because its division of 39 
cents, rate to Waltham was less than its division of the rate 
to Jewett, the St. Louis, Iron Mountain & Southern, over 
whose line the shipment moved, as a part of the through route 
south of Jewett, refused to consent to the application of the 39- 
cent rate, and complainant was charged the combination rates 
to and from Thebes, Ill., of 45 cents. Held that the tariff pro- 
vision in question was unlawful and that complainant is en- 
titled to reparation on the basis of the 39-cent rate. 

No. A896, Case No. 6042, Solomon Lipman vs. A. C. L. The 
through passenger fare from Ridgeland, S C.. to Savannah, Ga., 
is $1, the local interstate fare from Ridgeland, Ga., to Monteith, 
Ga., is 65 cents, and the local intrastate fare from Monteith to 
Savannah is 25 cents. The complainant alleges that the through 
rate is unreasonahle to the extent that it exceeds the combina- 
tion of intermediate fares to and from Monteith. Contention 
not sustained and complfint dismissed. 

No. A897, Case No. 5805. David H. Clark vs. C. M. & St. P. 
Shipments of millet seed from Harris and Osgood, O., to Omaha, 
Neb., found not to have been misrouted. Complaint dismissed, 

No, A898, Case No. 6368, Oliver Finnie Co. vs. L. & N. et al. 
Rate of 33 cents per 100 Ibs. charged for the transportation of 
sodium alumnic sulphate in carload from Erie to Memphis, 
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ee not found to have been unreasonable. Complaint dis- 
missed. 

. No. A901, Case No. 5964. F. W. Woolworth Co. vs. Old Dom. 
S. S. Co. et al., Fourth Section Application Nos. 603, 682, 1561 
and 4475. Defendant’s present rates from New York, N. Y., 
Philadelphia, Pa., and Baltimore, Md., and points taking same 
rates to Bluefield, W. Va., not found to be unreasonable. Repa- 
ration denied on certain shipments which moved when higher 
rates were in effect. Complaint dismissed. Question arising un- 
der the fourth ‘section of the act reserved for determination 
in another ’ we oe! 

No, A938, |. & S. No. 423. Rates on grain and grain products 
from St. Paul, Minn., and other points to stations in Kansas, 
Nebraska and other states. Proposed cancellation of joint 
through rates for the transportation of grain and products from 
points in Minnesota, Iowa and South Dakota to points west of 
the Missouri River on the Union Pacific R. R. found to be justi- 
fied. Order of suspension vacated. 

No. A904, Case No. 6496. Ellis & Myers Lumber Co. vs. Vir- 
ginian Ry. Co. et al., Fourth Section Application No. 928. Rate 
of 22% cents per 100 Ibs. on oak lumber from Rocks, W. Va., to 
Hagerstown, Md., found to have been unreasonable in that it 
exceeded 14 cents and reparation is awarded. 

No. A905, Case No. 3865. Wilson Produce Co. vs. Norf. & 
West. R. R. Co. et al., Fourth Section Application No. 601. Rate 
on apples, carload, from Front Royal, Va., to Vicksburg, Miss., 
found justified under fourth section. Reparation awarded be- 
cause joint through rates from Front Royal to Jackson exceeded 
combination of rate from Front Royal to Vicksburg plus local 
rate from Vicksburg back to Jackson. 

No, A906, Case No. 5859. Valley Planing Mill Co. vs. Iron 
Mountain et al., Fourth Section Application No. 1548. Rate 34 
cents on lumber, carload, from Hot Springs, Ark., to Bristow, 
Va., not found umreasonable in and of itself. Defendant’s 
Fourth Section Application No. 1548, which seeks authority ‘to 
continue lower rates on yellow pine lumber from Hot Springs, 
Ark., to Alexandria, Va., that are concurrently applicable on 
like traffic from the same point of origin to Bristow, Va., de- 
= Reparation awarded on account of over charge found to 
exist. 

No. A907, Case No. 6076. Goodner-Malone Co. et al. vs. 
Midland Valley et al., Fourth Section Application No. 1548. 
Minimum weight of 30,000 lbs. applied in connection with trans- 
portation of carload of peanuts from Suffolk, Va., to Muskogee, 
Okla., found to have been excessive in so far as it was applied 
to that part of the transportation east of Memphis, Tenn. Rep- 
aration awarded. 

‘No. A908, Case No. 6365. Isbell-Brown Co. vs. Grand Trunk 
Western R. R. Co, et al., following Conference Ruling No. 80. 
Rates and regulations provided by tariffs applicable on date 
shipment left point of origin for the transit point instead of 
those provided by tariff which became effective after the ship- 
ment reached transit point; Held, to apply in connection with 
the transportation of one carload of dried beans shipped from 
Fowler, Mich., to Keokuk, Ia., and stopped en route at Lansing, 
Mich., for milling and hand picking. Reparation awarded. 


SEPTEMBER EXPRESS FIGURES 


THE TRAFFIO SERVIOCR NEWS BUREAU, 
Colorado Building, Washington, D. O. 

September was a bad month for the express com- 
panies. The Commission on January 12 gave out a sum- 
mary of the results of their operations in that month. 
It shows that the total operating revenues fell from $7,174,- 
578 to $6,380,716. Their operating income fell from $518,882 
in September, 1913, to $95,779 in September, 1914. The 
report covers the operations of nine companies having a 
mileage of 300,461. The Adams, Southern & Western re- 
ported deficits for the month. 

For the three months of the fiscal year ending with 
September, the operating income of the nine companies 
was $18,984, compared with a net of $896,749 for the corre- 
sponding months of the preceding year. The operating 
revenue for the three months in 1914 amounted to $18,920,- 
376, while in the corresponding months of 1913 the oper- 
ating revenues amounted to $20,780,324. 

The operating incomes for September, 1914, were as 
follows: Adams, a deficit of $145,394, compared with a net 
of $53,085 in the corresponding months of 1913; American, 
an income of $143,591, as compared with $139,405; Cana- 
dian, an income of $14,529, compared with $46,171 in 1913; 
Globe, $7,447, as compared with $5,866; Great Northern, 
$18,271, as compared with $21,993; Northern, $21,249, com- 
pared with $43,401; Southern, a deficit of $542, compared 
with an income of $54,164 in September, 1913; Wells Fargo, 
$41,163, compared with $142,999; Western, a deficit of 
$4,537, compared with a deficit of $3,368 in September, 
1913. 

The net incomes for the three months of the current 
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fiscal year, compared with the net of the correspondin 
months in 1913 were: : 

Adams, a deficit of $333,242, compared with an income 
of $33,229; American, a deficit of $68,308, compared with 


an income of $93,548; Canadian, $33,578, compared with . 


$82,059; Globe, $22,340, compared with $14,777; Great 
Northern, $94,872, compared with $98,343; Northern, $106, 
826, compared with $151,518; Southern, $15,543, compared 
with $56,416; Wells Fargo, $161,615, compared with $364,- 
211, and Western, a deficit of $14,242, compared with an 
income of $7,835. 


ETNA POWDER CASE 


THE TRAFFIC SERVICER NEWS BUREAU 
Colorado Building, Washington, D. C. 

Arguments were heard January 7 in the complaint 
of Aetna Powder Co. vs. the Wabash. George F. Brownell 
appeared at the request of N. S. Brown, the attorney of 
record for the Wabash. Mr. Brownell argued the case 
wholly on the question as to whether the Commission 
can prescribe through routes and joint rates over a road 
operating through Canada. The Wabash said it was 
willing to make such arrangements for transporting pow- 
der from Aetna, Ind., to Concord Junction, Mass., but it 
apposed the application of the complainant for reparation 
on shipments moving on a combination of locals. 

Mr. Brownell, specifically and emphatically, denied 
the authority of the Commission to order the making of 
a joint rate through Canada, and the Commission having 
no power to make such a rate, it follows, he said, that 
the combination of locals is the only one that can be 
applied to the shipments in question. 





INCREASE IN EFFECT 





The 5 per cent increase in Official Classification terri- 
tory went into effect, in a general way, January 15. The 
trunk lines had filed tariffs whereby the class rates cer- 
tainly would go into effect. Some of the commodity tar- 
iffs were not yet ready. The carriers probably knew what 
new rates would be in effect January 15, but the people 
in the Commission’s office who have to do with the filing 
of the tariffs had not been able to keep up with the flood of 
tariffs coming in. They were checking them as fast as 
they could. Inasmuch as they all bear notation of having 
been put into effect on ten days’ notice in the Advanced 
rate case, any departures from the rules therein laid down 
will be unlawful. If any are discovered, it is probable 
that they are errors and will be corrected immediately 
and reparation made as if they were cases of straight over- 
charge. 


ORDER MODIFIED 


In Case No. 6068, Oklahoma Portland Cement Co. vs. 
Arkansas, Louisiana & Gulf Railway Co. et al., the Inter- 
state Commerce Commission has made the following order 
modifying a former order: 

“Upon further consideration of the record in the above- 
entitled case, and for good cause shown: 

“It is ordered, That the order heretofore made in said 
case, dated Oct. 6, 1914, and by its terms, made effective 
on Feb. 15, 1915, be s# modified that it - will become effective 
on March 15, 1915, instead of on said Feb. 15, and continue 
in force for two years from said March 15, instead of two 
years from said Feb. 15.” 
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January 16, 1915 


PERSONAL NOTES 


William C. Hope, who has just been elected president 
of the Traffic Club of New York, is one of the “climbers’ ” 
brigade, having come up from the bottom to the top of 
the ladder. He is now general passenger agent of the 
New Jersey Central. He is a native of Somerville, N. J., 
attended the Wyckoff School in Elizabeth, and later was 
graduated from the Chapin Collegiate Institute in New 
York City. In 1879 he entered the service of the New 
Jersey Central as a clerk in the general passenger de- 
partment offices in New York. In 1887 came the first 
big reward—the post of chief clerk of the general pas- 
senger department. In 1901 the position of assistant 
general passenger agent was created, and Mr. Hope was 
chosen as the first incumbent. On Sept. 1, 1906, he was 
appointed general passenger agent. One of his most 


~ W. C. HOPE. 


cherished possessions is a silver loving cup, which occu- 
pies a position of especial honor in the library of his 
Roselle home. The engraved inscription tells that the 
cup was the gift of his line newspaper friends. The 
presentation of that cup was the chief feature of the 
Central’s annual editorial outing of June, 1909. As sec- 
retary of the American Association of Passenger Traffic 
Managers and secretary-treasurer of the fraternal society 
of that organization, Mr. Hope has, for the last five years, 
been brought into close contact with the traffic heads 
of all the railroad systems of the United States, an ex- 
perience which will prove a valuable asset in his ad- 
ministration of the New York Traffic Club, composed, as 
it is, of over 1,200 representatives of the transportation 
lines and the shipping interests of the country. He is 
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an active member of the Railroad Club of New York 
City, as well as of the New York Railroad Club. 


D, M. Rea has been appointed commercial agent of 
the Louisiana & Arkansas at New Orleans, La. 


George P. Hood has been appointed traveling freight 
agent of the Delaware, Lackawanna & Western Railroad 
at Detroit, Mich. , 

R. P. Buckingham, Jr., traveling passenger agent of 
the Missouri, Kansas & Texas, with headquarters at Hous- 
ton, Tex., has been appointed commercial agent at Waco, 
Tex. 

A. C. Wilson has been appointed general agent of the 
Denver & Rio Grande, Western Pacific, Missouri Pacific 
and St. Louis, Iron Mountain & Southern railways, with 
office at Colorado Springs, Colo. 

The executive offices of the American Straw Board 
Co., which have been located for the past two and one- 
half years at New York City, have been removed to Akron, 
O., and consolidated with the general offices. 


C. L. Thomas, freight traffic manager of the Balti- 
more & Ohio Southwestern and the Cincinnati, Hamilton 
& Dayton, with office at Cincinnati, O., has been appointed 
also general traffic assistant of the Baltimore & Ohio. 


Jesse L. Smith, manager of the traffic department 
of Armour & Co., South Omaha, has received notice of 
his transfer to London, England, where he will have 
charge of all traffic from Australia, South America and 
North America to continental Europe. 

The Fort Dodge, Des Moines & Southern Railroad 
Co. announces the following changes in the traffic depart- 
ment: F. M. Steele, commercial agent at Des Moines, 
has. been promoted to assistant general freight and pas- 
senger agent, with offices at Chicago, vice Theo. W. Krein, 
resigned, to accept service with another company; Charles 
W. Welch, contracting agent, Des Moines, has been pro- 
moted to commercial agent, Des Moines, vice Mr. Steele; 
the office of contracting agent at Des Moines has been 
abolished. 

Because they were unable to give the time to the 
duties of their offices in the Railroad Club of Kansas 
City, due to the pressure of their business, President 
George E. Roe and Vice-President Sam C. Wilson have 
submitted their resignations. A. A. Poland, general freight 
agent of the Kansas City Missouri River Navigation Co., 
was elected president. Arthur J. Naylor, Jr., secretary 
of the Acme Mattress Co., was elected senior vice-presi- 
dent to succeed Mr. Wilson. Mr. Naylor was succeeded 
as junior vice-president by C. C. Merrill, general agent 
passenger department New York Central Lines. As both 
Messrs. Roe and Wilson desired to retire from their 
board, their places were filled by C. W. Streeter, super- 
intendent terminals K. C. Southern Ry., and Robert C. 
McKelly, general agent A. R. T. Co. The election of 
Mr. Poland is a recognition of the river transportation 
interests. He is a former railroad freight traffic official. 


RATES GO UP FIVE PER CENT. 

Rates on kainit, hartsalz, muriate of potash, sulphate 
of potash, manure salts, double manure salts, and sylvanit, 
in é¢arloads, from New York, Baltimore and other North 
Atlantic points mentioned in the Commission’s order of 
March 2, 1914, made in I. & S. No. 279, to Chicago, Cin- 
cinnati, Indianapolis, Fort Wayne, South Bend and other 


points, will go up five per cent on ten days’ notice. The 
order of March 2, 1914, is modified so as to allow the 
carriers to increase rates on fertilizers under the five 
per cent order. 
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In an order issued January 9, the Minnesota Railroad 
and Warehouse Commission decided wnat is known as the 
“Minneapolis switching case” in favor of the complainant, 
the Minneapolis Civic and Commerce Association, repre- 
senting the industries of that city, and against the carriers. 

A summary of this order, which it is said will deprive 
the carriers affected within the city of a revenue from 
switching charges of approximately $500,000 annually and 
which establishes a principle long sought for in Minnesota 
by Twin City shippers, follows: 

Ordered by the commission: Elimination of switching 
charges to industries on the Minneapolis Eastern, Minneap- 
olis Western and Railway Transfer Co., on cars arriving 
over the respective lines which own these terminal com- 
panies, or going from terminal companies to parent lines. 


Reaffirmed by commission: That the Minnesota Trans. ; 


fer Railway Co. is a part of the terminals of each of the 
nine roads that own it jointly and is a station on the line 
of each company. 

Refused by commission: Petition that Minneapolis, 
St. Paul, Hopkins, Minnesota Transfer and South St. Paul 
be considered one point for ratemaking purposes under the 
new distance tariff act; petition that all switching charges 
in this district be eliminated; petition that reconsignment 
charge of $1 a car on grain be abolished. 

The ruling will affect every Minneapolis industry and 
every railroad entering the city, for it says in effect that 
each railroad controlling a terminal company must treat 
the terminal line as a part of its own line, and not as a 
separate property, as heretofore has been the case. The 
ruling means the virtual abolition of switching charges on 
every car that is delivered to an industry over a terminal 
line owned by a railroad company that brought the car to 
the city. 

The complaint against the imposition of switching 
charges by these terminal companies was filed three years 
ago by the Minneapolis Civic and Commerce Association. 
It was alleged in this complaint that the terminal railroads 
of Minneapolis had no legal existence and were merely 
devices set up by the great systems to enable them to exact 
a switching charge from Minneapolis shippers and re- 
ceivers. Four separate complaints were filed against the 
Railway Transfer -Co., the switching road of the Minneap- 
olis & St. Louis system; the Minneapolis Eastern, the 
switching road owned jointly by the St. Paul and Omaha 
roads; the Minneapolis & Western, the switching property 
of the Great Northern, and the Minnesota Railway Transfer 
system, owned jointly by the nine trunk-line systems enter- 
ing the Twin Cities and controlling the great Minnesota 
Transfer, situated within the corporate limits of the city 
of St. Paul, although contiguous to Minneapolis. 

The hearing on these complaints was had before the 
commission in December, 1912, some of the most noted 
railroad lawyers in the country having been summoned to 
St. Paul to assist in presenting the case for the carriers. 

The crux of the decision is that the railroads entering 
Minneapolis must make delivery free to industries on all 
“line hauls.” 


That the railroads will appeal to the courts from the 
decision of the commission seems evident. The order is 
effective February 1. 

In its complaint the Civic and Commerce Association 
advanced the doctrine that the fact that the stock of the 
transfer companies are owned by the railroads makes 
them one company. This, however, was not emphasized 
in the decision. But, while recognizing the right of rail- 
road corporations to control terminal companies, the rul- 
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ing said, “the law does not permit such control to be used 
as a device for increasing terminal or transportation 
charges.” 

In regard to making the Twin Cities one terminal for 
rate-making purposes, the commission says: 

“The importance of this subject to dealers in the Twin 
Cities, as well as shippers from the country, prompts the 
suggestion that the General Laws of 1913 (so-called Cash- 
man distance tariff law) be amended to permit the com- 
mission to establish common points for rate-making pur- 
poses, and also to make switching rates within such com- 
mon points and between points without influencing the 
rates to be charged for line-haul traffic.” 

Regarding the petition to make the Minnesota Trans- 
fer a part of the terminals of each of the nine roads, the 
commission says it has always considered the Minnesota 
Transfer a part of the terminals of each road that is a 
member of the company, and a station on the line of each 
company, and reaffirms this opinion. As to the petition 
asking for publication of switching rates to eliminate the 
$1 reconsignment charge on grain, the commission says 
that the Minnesota Transfer already publishes switching 
rates which were ordered established by the commission 
and which are deemed fair and reasonable for the’service 
performed. The commission’s order says a reconsignment 
is a privilege which carriers give to certian commodities. 
It has been designated as a privilege by the Interstate 
Commerce Commission, and the Minnesota commission 
has merely adopted the view of that body. The Civic 
and Commerce Association had also asked for the elimina- 
tion of. switching charges on carload shipments arriving 
at and forwarded from the Twin Cities. It was argued 
that the commission included all such charges when it 
established its class and commodity rates. 

The commission decides that the receiving road is 
entitled to a switching charge in these cases, because 
it was not a part of the terminals of the originating road. 
And, as a matter of law, the originating road is not bound 
to absorb switching charges on shipments destined to 
industries on the tracks of a receiving road. 

In relation to the switching charges within Minneap- 
olis, the commission finds the following conclusions of 
law: ‘ 

That asa general proposition of law, the mere fact 
that stock of one railroad is owned by another does not 
make them one system. 

That where a corporation directs, controls and oper- 
ates a corporation whose stock it owns it should be con- 
sidered as a single system. 


Thus, while recognizing the legal right of carriers to 
own and operate terminal companies, the commission be- 
lieves that the law does not permit such ownership and 
control to be used as a device for increasing transporta- 
tion or terminal charges. 


Il. AND S. 408 REOPENED. 


In an order put out January 14, the Interstate Com- 
merce Commission reopened I. and S. No. 408 for further 
consideration by means of briefs and possibly oral argu- 
ments. The matter involved is cement rates from La 
Salle and Dixon, Ill., to Milwaukee and other lake ports 
to points in the interior of Wisconsin and to points 
intermediate to St. Paul, but taking rates higher than 
St. Paul. The reopening was made on the application of 
the Chicago Portland Cement Co., the German-American, 
the Marquette and Sandusky cement companies. They 
are pointedly dissatisfied with the decision of the Com- 
mission and want a revision of the rates. 
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January 16, 1918 


Edgar Erastus Clark, born in western New York, 
achieved his ambition to be a railroad brakeman, even 
a haughty passenger train brakeman. Now he is an 
Interstate Commerce Commissioner, giying the high sign 
to the folks who labor on tariffs, when they assemble 
something that pleases him, but that needs that sign of 
his approval before being put into 
execution. 

Clarence Don Clark, also born in 
western New York, failed in his heart’s 
desire to have the privilege of twisting 
a wheel on a sleety night, in response 
to the engineer’s shriek for brakes 
while dropping down a one per cent 
grade. And now he is a United States 
senator and has been one for twenty 
years. 

Edgar Erastus, born in 1856, flew 
to the west, so far west that he as- 
sumed the duties of a man of family 
at Ogden, Utah, where lived the late 
“Tom” Fitzgerald, ever near his beloved 
cut-off, which has never got over its 
desire to sink below the waters of the 
big salt lake. In time, Edgar Erastus 
came east as far as Iowa. Don stopped 
in Iowa on his way to Wyoming.” 

Now both live in Washington and 
their biographies are to be found side 
by side in Who’s Who. All of which 
proves that it is well to have an am- 
bition to be a brakeman, to go far 
west, stopping in Iowa either coming 
or going—provided you are a Clark, 
born in western New York and not 
given to vociferousness. 

For sixteen years, from 1873 to 1889, 
Edgar Erastus remained in the service 
of the common carriers for which 
he is now making changes in rules, 
regulations and rates. Then he became 
Grand Senior Conductor in the Order 
of Railway Conductors. A year later 
he became Grand Chief Conductor; in 
other words, head of the labor organ- 
ization which has shortened the hours 
of work and increased the pay of the 
men who manage the actual running 
of trains. 

Have a look at the Clark face, es- 
pecially the Clark mouth, the Clark jaw 
and the Clark eyes, and ask how the “little conductor,” 
as some of his admirers call him, came to be head of the 
Order of Railway Conductors. Clark is little only in 
comparison with a six-footer. Since he was operated upon 
for appendicitis he has become decidedly gray. The smile 
he is wearing in the picture is not always in view. Being 
an Interstate Commerce Commissioner is always not a 
smiling business. Theré are entirely too many angles to 
be watched. It is too easy to overlook something. 

Since 1889 Clark has been listening to troubles, first 


Photo by Harris & Ewing. 
EDGAR E. CLARK. 
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of the other members of the O. R. C., of the strikers in 
the anthracite mines, of the operators of the hard coal 
mines and, since 1906, of the shippers and the railroads. 
The round head, such as surmounts the shoulders of Clark, 
is said to denote the fighter. There is nothing of authentic 
history that says Clark used his fists, his feet or his teeth 
during the period when all males of the 
genus homo are a good deal more than 
a “little below the angels,” but the 
probabilities are that he was the chap 
thrust forward to thrash the newcomer 
in the neighborhood. 

Sparing of speech Clark is, but 
there is no impediment either of the 
brain or the tongue—merely due con- 
servation against the time when there 
is. a call for the expression of the 
theughts back of those level-gazing 
eyes. 

Theodore Roosevelt, another round 
head, but given more to speech than is 
the subject of these observations, 
brought Edgar Erastus Clark into the 
general public’s field of vision in 1902, 
when the former president of the 
United States writes, in his biography, 
that he would have seized the hard coal 
mines had the operators thereof refused 
to submit to the investigation and arbi- 
tration proposed by him. Roosevelt 
asked Clark to be one of the inves- 
tigators and arbitrators. That was the 
kind of work Clark had been doing for 
the conductors and the railroads. from 
the time the conductors helped them- 
selves and him by making him Grand 
Senior Conductor and, a year later, 
Grand Chief Conductor. 

The Commissioner, the only mem- 
ber of that body who knows a railroad 
from the point of view of the man who 
takes his life in his hands to make a 
running switch, or a link and pin coup- 
ling, or by standing in the middle of a 
track for the oncoming yard engine to 
pick him up, is a fine specimen of the 
thousands of sturdy Americans who 
make possible the operation of trains 
notwithstanding a good deal of flub- 
dub in the book of rules, who substitute 

. good judgment for the letter of the 
rules and get trains over single-track roads, without disas- 
ter and are respected citizens in the communities in which 
they live. 

But that does not mean that his outlook is not as 
broad as that of any other Commissioner. On the con- 
trary, it is. While there is no strip of parchment de- 
noting that the little conductor is a graduate in law, it 
is not to be inferred that he has not written just as good 
law into his opinions as those of his colleagues who 
began with the commentaries, forgot them, took up some- 
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thing else, forgot it, and found that he makes the best 
lawyer who exercises the qualities that make a good 
poker player. Clark wrote the opinion in the Burnham- 
Hanna-Munger case, the Atlantic port differentials, the 
Duluth-Superior-Chicago grain rate controversy and the 
Omaha bridge case. But don’t mention the bridge case. 
That’s the one important. opinion he wrote of which the 
Supreme Court expressed strong disapproval, on the theory 
that Congress did not intend, when it passed the Act to 
regulate commerce, to include traction lines that cross 
state boundaries. Which record might tempt a man to 
ask whether a lawyer can make any better stab as to 
what the court will guess is the law, than a layman who 
knows that there is some little difference between res 
judicata and the nullo count. 

It’s a far ride from the front end of a freight train 
to an Interstate Commerce Commissionership. It is a far 
ride for the poor youngster, standing benumbed alongside 
the track, red lantern in hand, to protect the rear end, to 
answer a call from the president of the United States 
to investigate and arbitrate in the greatest strike since 
1877, but Edgar Erastus has taken it. It is a mathematical 
fact that it is easier to ride from the “pick-up” to a 
railroad presidency than it is to come from the caboose 
to an Interstate Commerce Commissionership. There are 
more railroad presidencies than commissionerships. 





NOVEMBER OPERATIONS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Practically complete returns as to the result of op- 
erations of the large roads in November were given out 
by the Commission January 11. The summary covers 176 
roads with a mileage of 227,359. The showing is no more 
satisfactory than that made by summaries covering a 
smaller number of roads and a smaller mileage. 

In round figures, it shows that operating revenues for 
November, 1914, were $32,800,000 smaller than for No- 
vember, 1913; that in the eastern district the loss in 
operating revenues amounted to $13,200,000; in the south- 
ern, $7,500,000, and in the western, $11,600,000. The fig- 
ures in detail are as follows: 

For the whole country, the operating revenue de- 
clined from $266,293,414 to $233,411,571. Expenses also 
declined from $190,300,331 to $166,911,354, causing a loss 
in net operating revenue from $75,993,089 to $66,500,217, 
or from $336 to $292 per mile of road operated. 

In the eastern district, the operating revenue fell from 
$113,947,844 to $100,705,008. The expenses were cut from 
$58,572,144 to $76,595,430. The net decline from $25,375,- 
698 to $24,109,578, or from $436 to $412 per mile. 

In the southern district the operating revenue fell 
from $41,405,429 to $33,403,228. The expenses were cut 
from $29,154,230 to $24,902,052. The net operating revenue 
fell from $12, 241, 199 to $8,501,176, or from $291 to $201 
per mile. 

In the western the operating revenue fell from $110,- 
940,141 to $99,303,335. The expenses also fell from $72,- 
563,955 to $65,413,872. The net fell from $38,376,186 to 
$53,889,463, or from $306 to $268 per mile. 

The showing for the five months of the fiscal year 
ending with November is better than for that particular 
month. The loss in operating revenue for the five months 
ending with November, compared with the corresponding 
months in 1913, amounted to $99,070,460, or an average 
monthly loss of $19,814,092. The loss in November, 1914, 
as shown by the figures of January 11, amounted to $32,- 
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881,843, or $13,067,751 greater than the monthly average 
of loss. The figures, in detail, are as follows: 

For the country as a whole the operating revenues 
declined from $1,390,329,798 to $1,291,259,336. The ex- 
penses were cut from $962,864,793 to $881,007,991. The 
net operating revenue fell from $427,465,003 to $410,251,- 
347, or from $1,904 to $1,807 per mile of road operated. 

In the eastern district the net operating revenue for 
the five months of the current fiscal year are still ahead 
of those for the same months in the preceding year, due 
to the terrific cut in expenses. The operating revenues 
declined from $616,408,557 to $567,433,208. The expenses 
were cut from $449,305,442 to $399,019,613. The net reve- 
nue,.owing to that cut, rose from $167,103,115 to $168,413,- 
595, or from $2,871 to $2,885 per mile. 

In the southern district the gross revenue declined 
from $199,631,032 to $180,966,828. The expenses fell from 
$143,306,882 to $134,741,562, causing a decline in the net 
from $56,324,150 to $46,225,266, or from $1,341 to $1,093 per 
mile, 

In the western district the gross fell from $574,290,209 
to $542,859,302. The expenses were cut from $370,252,469 
to $347,246,816. The net declined from $204,037,740 to 
$195,612,486, or from $1,643 to $1,547 per mile. 


FINES AGAINST RAILROADS 


The Baltimore & Ohio Railroad Company has been 
fined a total of $4,250 for 21 violations of the 28-hour law 
which prohibits the confinement of live stock for more 
than 28 hours without unloading for feed, water and rest, 
according to a recent announcement of the United States 
Department of Agriculture. 

Prosecutions for violation of this law were reported 
during the month of November as follows: 


No. Fine 

of Cases. Defendant, and Costs. 
2 Baltimore & Ohio Southwestern R. R. Co........ $ 200.00 

8 ee Cincinnati, Chicago & St. Louis Ry. 
IL bs caine Wha Slee aA etek Arh tes asain wow ix gx: ane dah ad 975.00 

1 Pittsburg, Cincinnati, Chicago & St. Louis Ry. 
ts 00ie pase ee Riek bike See adh ive dere od6ee a denle 100.00 
2 Chleadn & Northwestern FR. BR: CO. occ. cceciccce 200.00 
1 POMMOTIVATNS MANOA COi... icc cccdeccssoccices 125.00 
9 Philadelphia, Baltimore & Washington R. R. Co. 1,800.00 
1 Cincinnati, Lebanon & Northern RY. Co.......... 100.00 
21 Baltimore & Ohio Railroad Co........cccscccccce 4,250.00 
A Chesapeake & Ohio Railroad Co................. 100.00 
1 Chicago, Milwaukee & St. Paul Railroad Co.. 150.00 
1 Chicago, Burlington & Quincy Railroad. Co..... 100.00 
EE CO INI. iS +c di Si eighe<cdands tau $8,100.00 


Quarantine Law 
The following results of prosecutions for violations of 
the live stock quarantine law were reported during the 
month of November: 


No. of 
Cases, Defendant. 
2 A. D. and John Clemant, 


Nature of 

Violation. 
--Interstate ship- 
ment of cattle 
infested with 
Texas fever 


Fine and Costs, 


WME nasa cekad $ 200 

3 ae, ey & 
an Antonio Ry. Co............ Dea cee een sts 
1 —a & Texas Central a0? One Coste 
Pesiht chiheddthea bes Puees dt 6a BOO. + ws tts: | 300 t 
1 rouisviti & Nashville’ ‘R. panees 
Kdek de Wiel dide wate Ae hao abe Do........ 100 and Costs 

1 Chiean Rock Island & 
Cs SOE My oe a eli i os at ks Bs 542s bos 100 and Costs 
2 Mobile & Ohio R. R. Co.......... Sst hanes 200 and Costs 

1 San Antonio & Aransas 
A winkibn dine wad a V6.0 bee Bs «ie 2h 100 and Costs 

1 Vicksburg, Shreveport & 
Ms Bs IN Soe thetic tue dued ae 200 and Costs 
RN UT I on ain os unio d nwias-o Siaeeit Care $1,300 and Costs 





DOCKET ENLARGED. 
Docket No. 6210 has been enlarged to include Ken- 
tucky. It involves rates on ‘iron ore from Lake Erie 
ports to points in Ohio, West Virginia and .Pennsylvania. 
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SYRACUSE TRAFFIC SCHOOL 


The Traffic Bureau of the Syracuse Chamber of Com- 
merce has organized what it calls a traffic school. It 
holds meetings every two weeks, which are open to ship- 
ping clerks, receiving clerks, draymen and representatives 
of railroads. Usually some expert in transportation mat- 
ters presents some topic and leads the discussion. It is 
believed that much good is being accomplished as a 
result of this getting together representatives of indus- 
trial and railway corporations interested in the handling 
of shipments. The Syracuse bureau points out that its 
plan should be followed by traffic bureaus over the coun- 
try, bringing together, on common ground, the repre- 
sentatives of shippers and railroads, so that questions 
of importance and interest to communities might be 
amicably settled. 

The first three meetings of the school have been 
devoted to the subject of preparing goods for shipment. 
The following is a copy of information series No. 8, which 
covers the principal items that have been discussed and 
is meant to serve as a guide to shipping clerks for their 
own protection as well as for that of the railroads: 

Preparing Shipments. 

Great care should be exercised to see that material 
of proper quality and strength is used in the construction 
of bags, boxes, bales and other containers, having in view 
the weight of the contents which it is desired to protect. 

Substantial Packages and Clear Marks Best Insurance. 

The preparation of shipments to enable them to with- 
stand the ordinary wear and tear of transportation is a 
duty the shipper owes alike to himself and to the customer 
whom he is serving and to the carrier who is trying to 
serve both. Substantial packages insure safe delivery. 




































Marking Packages. 

Each package, bundle or piece of less-carload freight 
should be: PLAINLY marked, preferably by stencil or 
typewritten label, securely pasted to the package, or other 
legible means. Avoid abbreviating as much as possible. 

Shipper’s Marks. ‘ 

Always show shipper’s name and address, so in case 
a package should go astray or consignee’s address is 
effaced prompt disposition may be obtained. 

Bills of Lading. 

In rendering shipping instructions observe the fol- 
lowing: 

Show shipper’s and consignee’s name in full, with des- 
tination, giving street address when forwarded to a city. 

Always show county where there is more than one 
place by same name in same state. 

It is important to date bills of lading the same date 
they are delivered to carrier. 

Use good carbon for copies and; if possible, they should 
be typewritten. 

Compare Markings with Bill of Lading. 

See that all old marks are effaced and be sure that 
the marks on the packages are exactly the same as the 
bill of lading. 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods forlncreasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC 
WORLD Will Be Pleased to Answer Inquiries Concerning Any 
Device or Method Mentioned in This Department 


Routing. 

It is always best to put full routing on your bills of 
lading. Find out about the through merchandise cars and 
route your shipments so they will be handled over through 
car routes. . 

Description of Goods. 


Care should be exercised in describing your goods 
exactly in accordance with published freight classifica- 
tions. 

Study your commodities and the CLASSIFICATION; 
there may be some different method of packing which you 
could employ that would obtain lower rating, or it may 
be that there is no specific rating, and the railroads are 
applying analogous ratings which are higher than they 
should be. If there is no specific rating, advise us and 
we will assist you in arranging same. 


Examine Freight Bills. 

If you prepay your freight, check your receipts to 
see if proper classification and rates have been applied 
and that they are correctly extended. 

Request the shipper of inbound freight to send you 
the bill of lading and check your freight receipt (expense 
bill) carefully against it for errors in specifications, and 
audit the charges. 

Take No Chances. 

Shipping clerks should be in a position to know 

whether their shipments are correctly prepared. 


Do not take any chances. If you are not sure about 
the classification, rate or route, call the Traffic Bureau. 


NEW YARD AT BIRMINGHAM 





Finley Yard, the new gravity classification yard and 
engine terminal of Southern Railway, just north of Bir- 
mingham, Ala., containing thirty miles of track, with a 
capacity of 2,000 cars, has just been placed in service. 
The engine-handling plant consists of a 25-stall round- 
house of reinforced concrete with a 90-foot electrically 
operated turntable, a modern reinforced concrete coaling 
station with an overhead storage capacity of 1,000 tons, 
water, sand, and cinder handling facilities of the most 
modern type. The plant will be electrically lighted and 
a complete system of fire protection. has been. provided 
in connection with the water supply. 

Finley Yard, even with a large increase in traffic, is 
expected to provide adequate facilities at Birmingham 
for at least five years, and provision has been made 
whereby the capacity of the yard can be approximately 
doubled. 

The completion of these improvements has enabled 
Southern Railway to concentrate at Finley Yard work 
which has been done at four different points, scattered 
over a territory of ten miles, and is expected to insure 
against yard congestion and promote an easy flow of 
traffic, thereby resulting in increased efficiency in han- 
dling the heavy business of the Birmingham district and 
the large amount of through business, passing through 
Birmingham. 








REHEARING LIMITED 


The Commission has decided. to limit the rehearing 
and reargument in the matter of allowances to the Kan- 
awha, Glen Jean & Eastern by the Chesapeake & Ohio to 
matters that have come up since the record in that in- 
quiry was closed. In other words, it desires no more facts 
as to the allowances, but merely such facts as may be 
pertinent to its inquiry to determine, if possible, whether 
the allowances to the Kanawha, Glen Jean & Eastern re- 
sult in a violation of the eommodities clause of the act. 

This rehearing and reargument in that matter is in- 
tended to bring the industrial railways case right to the 
basic question as to whether there is a violation of the 
commodities clause by the industrial railroads. 





TARIFFS RELEASED. 

January 13, the Commission, in I. and S. No. 555, 
released C. M. & St. P. Supplement No. 1 to its I. C. C. 
No. B-2938 and St. Louis & San Francisco I. C. C. Nos. 
6747 and 6748, from the operation of that order, as of 
January 15. 

COMMISSION ORDERS. 

The Interstate Commerce Commission has denied the 
application of the Alabama & Vicksburg for a rehearing 
in Docket No. 6451, Texas Refining Co. vs. Alabama & 
Vicksburg et al. 

The Prest-O-Lite Co. has been allowed to intervene 
in Docket No. 7480, Indianapolis Chamber of Commerce 
Freight and Traffic Division vs. Cleveland, Cincinnati, 
Chicago & St. Louis et al. 

The Prest-O-Lite Co. has been allowed to intervene in 
No. 7472, Indianapolis Chamber of Commerce, etc., vs. 
Cleveland, Cincinnati, Chicago ‘& St. Louis et al. 

The Commission has denied the application of the com- 


REVOLVATOR 


Reg. U. S. Pat. Off. 








In the warehouse, where all sorts of 
packages are piled and unpiled contin- 
ually, the method of handling is very 
important. The Revolvator will enable 
two men to pile goods, whether they 
run uniform in cases, rolls, etc., or not, 
bettes, quicker, cheaper and more safe- 
ly than four to seven men working by 
hand. 


It will pay you to investigate this 


machine. Write for Bulletin TR 28, 
“The Revolvator.” 


N.Y. REVOLVING PORTABLE ELEVATOR CO. 364. ARE? 4vs 








Peoples Gas Building 
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TANK CAR S 


We Lease All Steel Modern Tank Cars to Shippers of Liquid Freight 
‘TERMS REASONABLE 


KEITH CAR COMPANY 
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plainant for rehearing in No. 6374, California Railroad 
Commission vs. Alabama Great Southern et al. 

The Interstate Commerce Commission has issued a 
supplemental order in No. 4760, Arlington Heights Fruit 
Exchange et al. vs. Southern Pacific et al., authorizing 
reparation on shipments of lemons from California to 
destinations in Oregon, Washington and Idaho, amount- 
ing to 15 cents per 100 pounds. The order is based on the 
fact that the Commission condemned a rate of $1.15 as 
being unreasonable and prescribed the $1 blanket rate 
applying to other territories. 


ARGUMENTS ON DES MOINES RATES. 

Arguments were made before the Interstate Com- 
merce Commission January 14 in eleven complaints, all 
of which involve the adjustment of rates to Des Moines, 
by W. T. Highes for the railroads and by F. W. Lehmann, 
Jr. The latter argued that Des Moines gets the poor 
end of every adjustment in the rates. Wherever a maxi- 
mum on a long haul is cited to govern the rates between 
Chicago and the Missouri River or rates between St. 
Paul and St. Louis, the maximum is applied to short 
hauls between Des Moines and points having much shorter 
hauls. The complaints were grouped and argued with 
the complaint of the Greater Des Moines Committee 
against the Minneapolis -°& St. Louis et al. 


CHANGE IN DOCKET. 
Hearing of I. and S. Docket 525, coal rates from 


Illinois mines to Omaha, Neb., and other points, assigned. 


before Examiner Horton at St. Louis, January 4, was post- 
poned to a date hereafter to be fixed. 


POSITIONS WANTED OR OPEN 


WANTED—Position as INDUSTRIAL TRAFFIC MAN. 
AGER with a manufacturing or commercial concern in 
the East, where ability and results count, by a married 
man, thirty-one years old, having had thirteen years’ 
experience in all departments of shipping, and who has 
just successfully completed the Interstate Commerce 
Course of.La Salle Extension University, and is familiar 
with the latest I. C. C. rulings, classifications and tariffs. 
References. Address B. Z. 94, The Traffic World, Chi- 
cago, Il. 

SL EAST SARTRE VY OR th AEE OR I RR RNR ae 

WANTED—TRAFFIC MAN, now employed, wants to 
connect with industrial or commercial organization. 
Twelve years’ actual experience, and capable in every 
way of securing results. Will consider position as assist- 
ant traffic manager if salary is suitable; best of réfer- 
ences. Make me an offer quick. S. 124, The Traffic 
World, Chicago, IIl. 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, ete. 





Security Warehouse Company 


MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage Space. 
Motor Truck delivery in Minneapolis and St. Paul. 


Judson Freight Forwarding Co., Inc. 


CHICAGO 433 Marquette Building 
ST. LOUIS . 1501 Wright Bullding 


Carload distribution to all railroads at Chicago and St. 
Louis without teams; L. C. L. shipments of machinery 


forwarded at reduced rates to all principal Western and 
Pacific Coast points. 


Terminal Transfer & Storage Company, Inc. 
U. 8. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 





D. A. MORR TRANSFER CO. 


“KANSAS CITY, MO. 
2114-2120 Central Street. 


RANSFER, MERCHANDISE STORAGE, FORWARD- 
ELIVERIBS. 


ING, DISTRIBUTION AND CITY D 
Direct Connections With All Railroads. Fireproof Storage, 
Sprinkler System. 





BARNESON-HIBBERD WAREHOUSE CO. 
SAN FRANCISCO, CAL. 


Main Office, 310 Sansome St. Telephone Sutter 940. 
China Basin Warehouse and Wharves, foot of Fourth 
aa a 7 St Seok ieadel rere rdiy Son ts and Pub 
leaned, polis an orwarding Agen - 
lic le Weighers. Spur Track connection with all Railroads 


Francisco. China n Warehouses and 
wharves the only public facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage. 








Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 


CHICAGO 
Jos. Stockton Transfer Co. 


536 The Rookery Bullding 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 











Buffalo Storage & Carting Ce. 


BUFFALO, N. Y. 


360-356 Seneca St. ‘“‘Unsurpassed facilities’ for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 





THE SOUTH WEST WAREHOUSE COMPANY 


“The Largest Modern Warehouse West of coe” 
19th and Campbell Sts., cates & We 

Exclusively for Merchandise Sto 
Distribution. Guaranteed Service. 
United States. Bonded and free warehouses. ite 
We like to answer questions. Our booklet, of interest 
to any concern doing a warehousing or distributing busi- 
ness, free for the asking. 


GALVESTON, ‘TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 


* 


Jones & Company, Inc. 


NORFOLK, VA. 


Sterage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 


The Benedict Warehouse & Transfer Company 


DENVER, COLO, 


501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENBRAL 
WAREHOUSING. 





EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this 
is an important subject and are reaching out for such 
trade. A competent Forwarding Agent can be of material 
assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all 
places abroad and shall gladly answer inquiries respecting 
Consular Regulations, Customs Duty, etc. 

G. W. SHELDON & CO., Chicago, New York, London, 
Liverpool, Paris, Havre, Boulogne-Sur- Mer. 





THERE IS ONLY ONE WAY 


And that is by checking the changes from week to week as they are printed in 


THE TRAFFIC BULLETIN 
THE TRAFFIC SERVICE BUREAU, CHICAGO 


SAMPLES ON REQUEST 


As & Friend of THE TRAFFIC WORLD, please Mention the oaper In writing to advertisers. 


“ait ric” UP-TO-DATE 















































COMPLAINT NUMBER ONE | 


Alleging violation of the Clayton Anti-trust Act, 
has been filed in Washington. You will want 
to know how this law will affect your business 
and you will want to know what you will need 
to do to meet the requirements of the 


Federal Trade Commission Act 


You can get the information in | 


PUBLIC SERVICE 


CEGUIATI ON 


Better. let us. start your subscription with the issue 
of January First, the beginning of volume four. 
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Public Service Regulation and Federal Trade Reporter 


418 So. Market St., CHICAGO, ILLINOIS 


SUBSCRIPTION PRICE 
ae States, Mexico, Cuba and the Philippines, . z 


Other Postal Union Countries..................... 4.00 





